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“WASHINGTON, 


PERFORMANCE OF RAILROADS 


The week ended October 13, 1920, the railroads 
loaded 1,018,539 cars of revenue freight—the record for 
any one week in the history of the railroads up to that 
time. At that time there was an average daily shortage 
of 69,000 cars and a negligible surplus of cars. That was 
the situation seven months after the government had re- 
turned the railroads to their owners, and credit was due 
the railroads for the showing they had made in spite of 
the handicaps inherited from the period of federal con- 
trol; but it was not a promising one. 


With business slack in 1921 and picking up in 1922, 
the railroads approached 1923 with the realization that, 
unless every effort was made to make the transportation 
machine function efficiently, private ownership and opera- 
tion of the railroads in the United States would get a 
“black eye.” In the spring of 1923 the railroads agreed 
on a program and then put it into execution. The result 
was that they moved the largest volume of traffic in the 
history of the country without a serious shortage of cars. 
They proved that private operation and ownership could 
do the job efficiently. 

In 1924 they have proved it again. The week ended 
October 18 the railroads loaded 1,102,336 cars of revenue 
freight—the record for any week up to this time in the 
history of the United States. A significant feature of 
that week’s performance was that, at the same time, there 
was an average daily surplus of approximately 100,000 
cars, and not an average daily shortage of 69,000 cars, 
as there was seven months after the end of federal con- 
trol, when more than a million cars of revenue freight 
were loaded. 

The railroads have given an effective answer to Mr. 
La Follette and his associates, who talk so glibly about 
government ownership and operation of the railroads. 
The people of the United States want their traffic han- 


they can obtain that result under private ownership and 
operation, the arguments of the demagogues in favor of 


government ownership and operation will not gain much 
support. 


The progress made by the railroads in the develop- 
ment of the transportation machine since the end of 
federal control is an assurance that the railroad manage- 
ments are endeavoring to meet the demands of the pub- 
lic. If the policy first adopted in 1923 is continued in 
effect, the managements themselves will do more than 
any one else toward solving the so-called “railroad prob- 
lem.” And that will be as it should be. 


FOURTH SECTION DEPARTURES 
As illustrating the misunderstanding that prevails 
in many quarters where, perhaps, there should be greater 
knowledge and intelligence in dealing with the subject, 
the following editorial from a recent issue of the Chicago 


Daily News, usually conservative and careful, is repro- 
duced: 


Very wide interest necessarily will be taken, when congress 
reconvenes, in Senator Gooding’s bill to prohibit transcontinental 
railroads from so lowering their charges on long-distance freight 
carried to either coast that the competition with steamships will 
tend to destroy the latter’s coastwise trade. Freight-rate’ wars 
belong to a dead epoch. If there is anything that this country 
should have learned by this time it is the necessity for well-adjusted 
transportation rates fair to all communities and all interests. 

If the railroads are permitted to favor transcontinental traffic 
so signally in their rates that they destroy the business of steam- 
ships passing through the Panama canal from one ocean to the 
other it may be safely concluded that the intermediate territory 
will be required to make up the difference in their receipts, at least 
until the railroads—water competition having been disposed of— 
put up their transcontinental charges once more. 

The Gooding bill passed the senate last May and is now in the 
house committee on interstate and foreign commerce. Certainly 
this bill should be considered on its merits in the house committee 
regardless of the feelings of transcontinental railroads. Any settled 
policy of killing off water traffic is grievously harmful, as has been 
shown by the results of railroad discrimination against all inland 
water traffic. 

The policy of this country must be to revive freight transporta- 
tion on rivers and canals, to open up the lakes-to-the-gulf water- 
way and to urge the construction of the proposed St. Lawrence 
seaway connecting the great lakes with the Atlantic. Such develop- 
ments will tend materially to increase the total volume of traffic to 
an extent beneficial to the railroads, as to all other interests. 

This is the policy that enlightened national interest dictates. 
The purpose of the Gooding bill apparently is in harmony with 
that policy and therefore the measure is entitled to full considera- 
tion in the national interest. 


We might add that this newspaper added to the of- 
fensiveness of the editorial by paying no attention to a 
communication written in reply to it by a man informed 
on the subject who sought to set the paper and its read- 
ers straight. It did, however, listen to a delegation of 
Chicago men who called on the editor and, as a conse- 
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Example Example 
No. 55 by days No. 51 by days Connections 
8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 
9:30 a.m. Mon. 4:55 p.m. Mon... .Lv. Jackson, Tenn. I. C—M. & O.—N. C. & St. L. 
12:04 p.m. Mon. 7:43 p.m. Mon... .Lv. Middleton, Tenn. Southern 
3:35 p.m. Mon. 11:01 p.m. Mon... .Lv. New Albany, Miss. St. L. & S. F. 
7:44p.m. Mon. 3:13 a.m. Tues...Ar. Mathiston, Miss. Cc. & G. 
3:30 p.m. Tues...Ar. Meridian, Miss. A. G. $.—Southern 
6:18 a.m. Tues. 12:50 p.m. Tues...Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues. 12:10a.m. Wed....Ar. Jackson, Miss. A. & V. 
2:30 p.m. Tues. 2:30 a.m. Wed... .Ar. Vicksburg, Miss. V.S. & P. 
7:15 a.m. Wed. 5:30p.m. Wed... .Ar. Shreveport, La. Diverging lines West 
9:30 a. m. twa 3:45 p. m. on: . .Ar. Laurel, Miss. N. 0. & = E. for New Orleans and West 
10:00 p.m. Tues. 1:05 a.m. bas iverging lines West—All 
5:40a.m. Wed... Ar. New Orleans, La. Steamship Lines 
5:00 a.m. Wed... .Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steam- 
Ee Se NaS a ee Or ship Lines 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 


to Meridian, Laurel and Mobile 





Chicago, Ill. 
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November 1, 1924 


quence of that call, it published a long news item per- 
mitting the local men to set out the evil results that 
would accrue to Chicago were the Gooding bill to be- 
come a law. That is a possible tip for other communi- 
ties that are vexed by the manner in which their news- 
papers handle matters in which they are interested. We 
are, however, little concerned in the local point of view, 
except for purposes of information. The fact that Chi- 
cago would suffer is not necessarily an argument against 
the bill, any more than the fact that the intermediate 
country thinks it would benefit is an argument for the 
pill. It is the question of right and wrong and the gen- 
eral public interest that must be considered. 

The Chicago Daily News, however, is not the only 
one that does not fully understand this question of fourth 
section departures in the matter of transcontinental rail 
rates. The present law provides that the railroads shall 
not charge a lower rate for a longer haul than for a 
shorter, but gives the Commission authority to grant de- 
partures from this provision. The railroads, so far as 
transcontinental rates are concerned, seek, and have, in 
the past, obtained permission to make such departures, 
the theory being that they are entitled to meet water 
competition if they can do so by making rates that will 
pay them something over the out-of-pocket cost of car- 
rying the traffic. It would seem that this is no more 
than just, would it not? 

What is known as the intermountain country—from 


which Senator Gooding comes—insists that, if lower 


rates are made to the coast to meet water competition, 
it shall have the benefit of proportional reductions. The 
railroads reply that the water makes the rates—which 
is true—and that the intermediate country can have no 
concern in the matter since, if the railroads are not per- 
mitted to or do not lower their rates to the coast, the 
water will carry the traffic. It is simply a question of 
who shall carry it or to what extent it shall be divided 
between the boats and the rail carriers. 

It is a joke to those who have been watching the 
career of Mr. Gooding in the Senate to attribute to him 
the statesmanship and point of view of broad public 
policy assigned by the newspaper editorial printed above. 
He is seeking merely what he and his constituents be- 
lieve to be their own interests. They: want lower rates 
for the intermediate country, regardless of whether the 
boats or the railroads suffer or profit. 

Whatever may be the right or the wrong of this 
question, it is by no means one on which carriers and 
shippers, as such, are divided. Only recently The As- 
sociated Traffic Clubs of America, at the delegate con- 
vention at Atlanta, adopted a platform in which it was 
declared that the fourth section, which Senator Gooding 
seeks to amend, should be left as it is. This platform 
will doubtless be ratified by the member clubs. The 
National Industrial Traffic League, the national organi- 
zation of shippers, as such, is also against the Gooding 
bill and has fought it strenuously. The Chicago Associa- 
tion of Commerce is an example of shipping interests 
that, for local reasons, are against the bill. To seek to 
make it appear that this question is one between the 
railroads and the boats shows an utter ignorance or dis- 
regard of the facts. 






THE TRAFFIC WORLD 





935 


Speaking of well adjusted transportation rates, for 
which the Chicago newspaper says there is a necessity, 
does it not seem rather weird that one should be able to 
ship a certain commodity from, say, Akron, Ohio, by rail 
to New York, thence by water through the Panama 
Canal to San Francisco, cheaper than direct by rail west 
from Akron to San Francisco? And does it not seem 
that the railroads ought to be permitted to lower their 
rates to meet this competition, especially since there is 
so much clamor about high rates? And if they are al- 
lowed to make these reductions, is there any reason why 
the intermediate country should have the benefit of them, 
provided it can be shown that the freight will move to 
the coast, either by water or by rail, in accordance with 
rate adjustments made, under water compulsion, and 
that the intermediate country is not affected and should 
not be interested (if its rates are reasonable from other 
points of view) except as it may hope to get lower rates 
that are not in themselves justified? 

To continue the interrogatory, does it not seem logi- 
cal, in view of the competition between the boats and the 
railroads and the conflicting claims of various interests 
and localities, that the boat rates, so far as intercoastal 
service is concerned, should come under the same juris- 
diction as the rail rates? We realize that there are many 
and forceful objections to such a policy, but we are get- 
ting farther every day into the anomalous situation of 
permitting competition between two services, one of 
which is regulated by the Interstate Commerce Commis- 
sion and the other practically not regulated at all. At 
least it may be said that the question of Commission 
regulation of coast to coast boat rates is one that in- 
creasingly demands consideration. 


RAILROAD PERFORMANCE ANALYZED 


The Trafic World New York Bureau 


The National Industrial Conference Board issued this week 
an article summarizing studies made of railroad performance 
over the last two decades, showing the increased efficiency 
and better service offered by the carriers. This article, pre- 
pared by Virgil Jordan, chief economist of the board, draws 
the general conclusion that the increased performance is due 
to better management and improvements in plant and equip- 
ment, rather than greater efficiency of railroad labor. - 


Part of the credit for the improvement is attributed to co- 
operation between the railroads and the shippers, in the rather 
indefinite field of public relations, for which the carriers receive 
considerable praise for their efforts. Significant extracts from 
the article follow: 


The most casual consideration of the actual output of our rail- 
road system in ton-miles moved, since 1900, regardless of alJl the ups 
and downs of seasonal fluctuation, makes it apparent that the ton- 
mile output of the railroads has vastly increased during the past 
few décades. The tremendous upward sweep of output which runs 
all through the early years was intensified after the year 1915 with 
which the board’s study begins. That means two things, from two 
points of view. Looking at it one way, it means that, with the eco- 
nomic development of the country, an enormously increased demand 
has been put upon the railroads for transportation. It means, from 
anaenes point of view, that they have in great measure met that 

emand. 

In the decade from 1895 to 1905, the ton-mile output of the rail- 
roads increased 118 per cent. In the next decade, from 1905 to 1915, 
it increased 60 per cent. In the years from 1915 to 1923 it increased 
23 per cent. 

Yet, during those decades of enormously increased output there 
was not put into the railroads through capital investment an amount 
of new equipment which at all compares with the increase of ton- 
mile output. During that first decade, from 1895 to 1905, the miles 
of track increased only 21 per cent, as against 118 per cent increase 
in ton-mile output. In the next decade, from 1905 to 1915, the miles 
of track increased only 16 per cent against a 60 rd cent increase 
in ton-mile output. In the years from 1915 to 1923, the miles of track 
actually decreased nearly 2.per cent against a 23 per cent increase 
in ton-mile output. The figures for passenger miles show substan- 
tiny, the same thing. 

rackage is ar. one aspect, and not the most important aspect, 
of the problem of plant and equipment with which the railroads have 
struggled in increasing that total output of transportation. A simi- 
lar situation is. revealed in respect to rolling stock, and, were statisti- 
eal information available, it would doubtless be emphasized with. 
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regard to shop, engine house and terminal facilities. During the 
years covered by the board’s study, from 1915 up to 1923, the num- 
ber of freight cars increased only 3 per cent, and the number of loco- 
motives only 6 per cent. Expansion of plant and equipment in pro- 
portion to the growth of traffic has been hampered not only by the 
unfavorable financial situation of the railroads, but, as regards ter- 
minal facilities, by the neglect or lack of co-operation of cities which 
are depended upon to assist in providing them. Nevertheless, under 
the vigorous insistence of management and the increasing pressure 
that was put upon them, certain important improvements were made 
during those years in respect to the character of the equipment. The 
average capacity of freight cars increased 6 per cent, the average 
capacity of the locomotives increased 14 per cent and the miles of 
second main track and yard tracks and sidings increased 12 and 13 
per cent respectively. Thus, in these intensive rather than extensive 
ways the railroads have sought to improve their performance. More 
powerful locomotives, more capacious cars, and better yard, side and 
second track facilities have enabled the roads to operate longer, 
heavier and more trains without a proportionate increase in the 
amount of equipment. In short, there is no escaping the plain con- 
clusion that the railroads have utilized their equipment with — 
efficiency in recent years, and compensated in that way for the 
financial and other handicaps which have prevented a proportionate 
eee «yo of the amount of equipment. 

This inevitably suggests a question: ‘‘Has the increased perform- 
ance of the railroads perhaps been due not | to the improve- 
ments in plant and equipment but to greater efficiency of railroad 
labor?’”’ To see what light the facts throw on this question the con- 
ference board in its study has taken the labor group that is most 
directly and immediately concerned with the movement of traffic, 
the train and engine service employes, and related the number of 
9m put in by those employes to the increase of the railroad 
output. 

A rather significant suggestion has emerged from the board’s 
study of this point. During the period from 1915 to 1923, the ton- 
mile output of the railroads increased 23 per cent and the passenger 
mile output 13 per cent, while the equated traffic units, which are a 
combination of ton-miles and passenger-miles used in measuring total 
railroad performance, increased 20 per cent. During the same period 
the number of man-hours of work put into moving this traffic by 
train and engine service employes increased only 8 per cent. In other 
words, the railroads in 1923 did 20 per cent more work with only 8 
per cent more units of labor. At the same time the board’s study 
shows that while traffic output per man-hour increased 12 per cent, 
the actual train miles per man-hour, which measures the activity of 
the train service employes in moving trains, regardless of the amount 
a Lye al and the number of passengers moved in them, decreased 

per cent. 

Does this mean that railroad labor is more or less efficient? The 
answer is: ‘“‘No; these facts do not mean that railroad labor is more 
or less efficient. They mean only that the railroads are more effi- 
cient.’”” The statistics alone will never show anything definite about 
the intangible factor of labor morale. They only show that the rail- 
roads have moved a greater volume of traffic with a less than pro- 
portionate increase in quantity of plant and equipment and of labor 
—in_other words, that the two have been more effectively utilized. 

Unfortunately as much cannot be said for the relations between 
the railroads and what might be called the “legislating public.’ 
The American railroad system is the most efficient in the world, 
despite, rather than because of, the fact that it is the most harassed 
by legislative restrictions. The American public, through its hun- 
dred or more legislative bodies and commissions, exercises a veri- 
table passion for railroad regulation which resulted last year in the 
introduction of some 2,500 bills into state and federal legislatures, 
besides innumerable commission regulations; and of these legislative 
bills 377 became law. The public of the nation and the states, more- 
over, hampers the railroads not only by this incessant guerrilla war- 
fare of legislation, but by a kind of sabotage where the roads have 
to depend upon cities for the expansion of terminal facilities. All 
this may more properly be called unfair and destructive competition 
than co-operation. But it appears to be a kind of nemesis that pur- 
sues the railroads out of their jogendary past. The only way in 
which the railroads can successfully cope with it is by the slow 
process of economic education. In this process of education the first, 
the simplest and the strongest lesson is the one the railroads are 
teaching the public through their growing efficiency of service. The 
conference board’s report on “Railroad Performance” stands as a 
kind of textbook for this lesson, and one to which the public may 
well be referred for enlightenment in these days of incessant con- 
fusion and agitation. 


REVENUE FREIGHT LOADING 


Contrary to expectations of some officials of the car service 
division of the American Railway Association, the railroads 
broke the record for revenue freight loading the week ended 
October 18, the total number of cars having been 1,102,336. 
This is the highest loading for any week in the history of rail- 
roads in the United States and was achieved with a daily sur- 
plus of approximately 100,000 cars. It probably will stand as 
the record for 1924, which will have the distinction of having 
exceeded the loading of the best week of 1923, although not 
exceeding the total loading for the year. The record heretofore 
was 1,097,493 cars in the week ended September 27, 1923. 

A new record also was established in the week ended 
October 18, the railroads having moved 1,030,211 cars on October 
15, the largest number of cars ever moved in one day by the 
railroads. 

The loading of miscellaneous freight—418,234 cars—the 
week ended October 18 was the highest on record. The loading 
of grain and grain products—69,998 cars—was the second high- 
est on record. The loading of live stock—43,092—was the 
highest for this year. 

Loading by districts the week ended October 18 and for 
the same period of 1923 follows: 


Eastern district: Grain and grain Pa ae 10,824 and 9,701; live 
stock, 3,378 and 3,845; coal, 46,492 and 52,509; coke, 2,586 and 3,063; 
forest products, 5,576 and 5,710; ore, 4,141 and 6,326; merchandise, 
L. C. L., 67,899 and 69,486; miscellaneous, 104,704 and 104,993; total, 
1924, 245,600; 1923, 255,633; 1922, 247,624. 

Allegheny district: Grain and grain products, 3,350 and 2,828; live 
ee 3,086 and 3,805; coal, 47,573 and 52,088; coke, 4,414 and 5,490; 
forest products, 8,602 and 3,640; ore, 8,214 and 12,468: merchandise, 
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L, C. L., 54,431 and 52,622; miscellaneous, 87,529 and 84,571; total, 
1924, 212,199; 1923, 217,512; 1922, 204,883. 

Pocahontas district: Grain and grain products, 228 and 261; live 
stock, 400 and 534; coal, 36,612 and 29,172; coke, 298 and 486; forest 
products, 1,753 and 1,798; ore, 88 and 118; merchandise, L. C. L., 7,337 
one > eereamen, 6,028 and 5,637; total, 1924, 52,744; 1923, 44,738; 

Southern district: Grain and grain products, 4,094 and 3,281: live 
stock, 2,467 and 3,096; coal, 25,198 and 24,400; coke, 858 and 928; forest 
products, 23,305 and 23,450; ore, 1,319 and 1,311; merchandise, L. C, L,, 
42,439 and 41,360; miscellaneous, 55,813 and 47,848; total, 1924, 155,493: 
1923, 145,674; 1922, 135,046. 

Northwestern district: Grain and grain products, 27,192 and 15,840; 
live stock, 10,790 and 9,538; coal, 9,616 and 11,867; coke, 985 and 1,406; 
forest products, 17,677 and 17,010; ore, 24,200 and _ 38,362; merchandise, 
L. C. L., 31,053 and 31,075; miscellaneous, 47,654 and 47,456; total, 
1924, 169,167; 1923, 172,554; 1922, 148,213. 

Central Western district: Grain and grain products, 17,951 and 
12,442; live stock, 19,225 and 17,728; coal, 19,479 and 17,713; coke, 296 
and 291; forest products, 11,394 and 11,359; ore, 3,492 and 2,839; mer- 
chandise, L. C. L., 37,648 and 36,602; miscellaneous, 75,666 and 70,627; 
total, 1924, 185,151; 1923, 169,601; 1922, 161,093. 

Southwestern district: Grain and grain products, 6,359 and 4,410; 
live stock, 3,746 and 3,841; coal, 6,479 and 5,115; coke, 217 and 196; 
forest products, 8,896 and 7,882; ore, 446 and 500; merchandise, L. C, 
L., 14,999 and 15,094; miscellaneous, 40,840 and 30,345; total, 1924, 
81,892; 1923, 67,383; 1922, 62,376. 

Total, all roads: Grain and grain products, 69,998 and 48,763; 
live stock, 43,092 and 42,387; coal, 191,449 and 192,864; coke, 9,654 and 
11,860; forest products, 72,203 and 70,849; ore, 41,900 and 61,924; mer- 
chandise, L. C. L., 255,806 and 252,971; miscellaneous, 418,234 and 
391,477; total, 1924, 1,102,336; 1923, 1,073,095; 1922, 989,889, 


Discussing the record made by the railroads the week 
ended October 18, the car service division, in a statement, said: 


Not only does this figure, 1,102,336 cars, represent the highest car 
loading for any single week in the history of the American railroads, 
but this new high record was accomplished without car shortage, 
congestion or other transportation disability. Today there are about 
100,000 surplus freight cars in good repair and immediately avail- 
able for service when needed, while the railroads have approximately 
5,400 serviceable locomotives in storage, about twice as many as 
they had at this time last year. 7 

There are three reasons why the railroads were able to meet 
this record freight movement during the week of Oct. 18 without 
transportation difficulties. The reasons are: : 

1. Additions to the railroad plant and improvement in operation 
brought about through large financial expenditures. oe 

2. Complete correlation and_ co-operation between all individual 
carriers through the car service division of the American Railway As- 
sociation in car distribution. _ 

. Better understanding and co-operation between the railroads 
and the shipping public through the Regional Shippers’ Advisory 
Boards now located in all parts of the country, with a membership 
representing all phases of agricultural and industrial production, in- 
cluding the smallest farmer and the largest industry. 

Too much credit can not be given to the accomplishments of 
the Regional Advisory Boards in anticipating the transportation needs 
for each operating district, thereby giving the car service division a 
definite measure of the transportation requirements in all territories 
in advance of actual demand. Also the carrying out of the car 
service rules by shippers in general, making it possible to put in 
the west the cars required in the west for agricultural products. 

Record breaking grain crops have been moved without a single 
reported car shortage from the western states. The California per- 
ishable producers heretofore have been confronted with periodical 
car shortages but this year there has been no shortage of refrigerator 
car equipment. é 

Loading of revenue freight this year compared with the two 
previous years follows: 


1924 1923 1922 

4 Weeks of January ......... ccc’) SeSeneaee 3,373,965 2,785,119 
4 Weeks of February ..... becmeete 3,617,432 3,361,599 3,027,886 
GS WOO OF BEATEN oc. ccccccccvccéivce 4,607,706 4,581,176 4,088,132 
OS OO een 3,499,210 3,764,266 2,863,416 
ee ea 4,474,751 4,876,893 3,841,683 
EE OE POD vvcvcccessscecoss 3,625,472 4,047,603 3,414,031 
S WPGES OF FOF? cove ccvivccescccecs 3,526,500 3,940,735 3,252,107 
5 Weeks of August ...........00.. 4,843,404 5,209,219 4,335,327 
4 Weeks of September ........... 4,146,403 45147,783 3,699,397 
Week ended October 4th ......... 1,077,006 ,079,776 53,952 
Week ended October lith ........ 1,088,462 1,085,938 965,487 
Week ended October 18th ........ 1,102,336 1,073,095 9893889 

ME icicwcausennsuatuewneneear 38,970,818 40,542,048 34,220,426 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 8-14 was 99,952 cars, as compared with 103,730 in the 
preceding period, according to the car service division of the 
American Railway Association. The average daily shortage was 
1,151 cars. . 

The surplus was made up as follows: Box, 26,470; ven- 
tilated box, 57; auto and furniture, 1,475; total box, 28,002; flat, 
6,329; gondola, 22,024; hopper, 28,136; all coal, 50,160; coke, 
2,545; S. D. stock, 6,700; D. D. stock, 1,417; refrigerator, 3,777; 
tank, 144; miscellaneous, 878; total, 99,952. 

The shortage was made up as follows: Box, 759; auto and 
furniture, 16; flat, 7; gondola, 270; hopper, 33; S. D. stock; 
D. D. stock, 20; refrigerator, 21; total, 1,151. 

Canadian roads reported a surplus of 7,300 box, 1,400 fiat, 
and 750 S. D. stock cars, and a shortage of 500 box and 100 
refrigerator cars. 





REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $100,000 is due the government from the Trinity & 
Brazos Valley on account of traffic balances and other indebt- 
edness growing out of federal control, and that the government 
owes the carrier $27,665.22 in reimbursement of its deficit in 
the period of federal control. 
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Current Topics | 
in Washington 





Country Not Built Up That Way.—As yet there has not been 
much visible reaction to the Commission’s exercise of the mini- 
mum rate-making power in the salt cases of 1923. The losers 
are not sure there will be a reaction sufficient to make it worth 
while for them to think up things to say on the subject. One 
of the lawyers in the case, noted for his studiousness, observed 
that limiting competition was not the way in which this great 
country was built up. One of his thoughts was that the coun- 
try would not consent to a situation in which it would be 
possible, when a particular part of the country was making 
great strides in a particular industry, for the majority to put 
hobbles on it.. It seemed hard to him that Louisiana producers, 
far from the great market, should not be permitted to ship 
to Chicago on a rate satisfactory to the Illinois Central and 
the Southern Pacific, the two roads primarily interested, espe- 
cially in view of the fact that no one contended that they were 
not able to make a profit on the transaction. The reason for 
the limitation was that railroads serving other fields of origin 
were unwilling or unable to make rates as low as from Louisi- 
ana. Retort to that was that cane sugar producers in Louisiana 
were unwilling or unable to be placed in keen competition with 
Cuba, on the basis of a low customs duty. Among those not 
materially interested in the matter it was suggested that the 
decision marked a far swing from the time Cincinnati and 
Louisville were in such competition for the trade of the South 
that they promoted rival railroads, the Ohio city going so far 
as to build the Cincinnati Southern, now a profitable “bridge” 
part of the Cincinnati, New Orleans & Texas Pacific. Cin- 
cinnatians years ago learned, from a decision of the Commis- 
sion, that it was not considered good public policy that rates 
should be ordered on the part of the Queen & Crescent route, 
for which they had issued bonds, on so low a basis as to en- 
danger the continuance in business of the longer and less profit- 
able routes of roads other than the Queen & Crescent part of 
the Southern system. Naturally, the merchants of New York 
who promoted the Erie Canal, those of Philadelphia who pro- 
moted a railroad from Philadelphia to Columbia to link them 
with the state’s canal at that point, and those of Baltimore 
who promoted the Baltimore & Ohio, would have died of apo- 
plexy had anyone suggested that one or the other would have 
to submit to hobbling so that the other fellow might also live. 
They were more interested in getting a system of transporta- 
tion between the east and the west than they were in the 
relationship of rates, though it was the relationship of rates, 
probably first between packhorse transportation, then Conestoga 
wagon freighting, and canal freighting, that caused the dissat- 
isfaction preceding the promotion of New York’s canal, Penn- 
sylvania’s railroad and canal system, Maryland’s railroad, and 
Virginia and Maryland’s promotion of a canal that had the 
blessing and help of George Washington. Pennsylvania had to 
plan a railroad from Philadelphia to Columbia because engi- 
neers could not figure how to build a canal in that stretch. 





Government and Competition.—It is about as easy to find 
out the government’s attitude toward competition as it is to 
fit an eel with a Prince Albert suit. A few days before the 
salt case decision was handed down, forbidding the Illinois Cen- 
tral and the Southern Pacific to compete so strenuously with 
east and west lines Attorney-General Stone filed a suit against 
the International Harvester Company, alleging a monopoly. 
His broad allegation was that the consent degree entered sev- 
eral years ago did not restore or bring about as much com- 
petition as was desired. Of course, he did not say it so simply 
as all that, but that was the general tenor of his charge. Almost 
coincidentally, the Supreme Court of the United States refused 
to review the Federal Trade Commission’s case against the 
two big cracker companies. The larger of them asserted that 
the purpose of the order was to reduce the competition it had 
promoted—that is, it alleged that the complaint of those who 
criticized its methods was, in effect, not that it had reduced 
competition, as the Trade Commission alleged, but ‘that it had 
made the competition too hot for one class of grocers, as shown 
by the fact that, at times, another class of grocers sold its 
products to the public for less than the complaining class could 
buy them. It wanted to know how the public interest was 
hurt by a policy that would give the public crackers at such 
low prices. The large oil companies are also on Attorney- 
General Stone’s carpet. They are accused of combining and 
conspiring to maintain or increase the price of gasoline by 
means of license agreements whereby each allows the other 
to use its cracking process patents, at so much per gallon 
of product. Mr. Stone indicates his belief that the dissolution 
decree entered against the old Standard combination did not 
make the oil companies compete. In effect, the suit is an 
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admonition that the government wants to see a little competi- 
tion if the oil men want to keep out of jail—which is the re- 
verse, it might be observed, of the decision in the salt cases. 
The Commission is not to be criticized, it is suggested, for 
exercising the minimum rate power. Congress granted that 
power—and may have intended that it should be used. It is, 
however, something of a risk to guess what Congress intended. 
nog Supreme Court has to do that—but that’s what it’s paid 
to do. 





Poor, Crushed, Bleeding Americans.—As a valedictory, so 
to speak, to the politicians who have been telling the people 
of the country how deplorable their condition had become, the 
railroads of the country came along this week, with a story 
of 1,102,336 carloads of revenue freight loaded in one week— 
the greatest in the history of the land. Soviet Russia, obvi- 
ously the ideal of the candidate who favors government owner- 
ship and operation of public utilities, “all of them,” it is be- 
lieved, does not load so many cars in a year. Two years ago, 
memory says, the car loading on Russian railroads, for a month, 
was about equal to that of a train on the Norfolk & Western 
or Virginian. It is according to “progressive” doctrine that 
Americans have been crushed by combinations, monopolies, and 
other scary things so they are not much, if any, better than 
dumb, driven cattle. Proportionately, it is true, more now are 
“wage slaves” than are men in England and in Russia. An- 
other way of saying the same thing is that not so many are 
out of work. If history repeats itself, the politicians will be 
in better spirits, week after next. In the language of the tariff 
publishing agents: Note 1—Hlection day comes next week. 





Railroad History Timely Subject.—The Baltimore & Ohio’s 
preparation to celebrate its hundredth anniversary has urged 
the historians and readers of history to delve into records. 
The probabilities, it is suspected, are that, in the next two 
or three years, there will be much literature on the subject, 
some controversial, but not necessarily so. Samuel Harden 
Church, author of a most readable book about Oliver Cromwell 
and secretary of the Pennsylvania system lines west of Pitts- 
burgh, in a letter addressed to President Rea and circulated by 
the latter, expresses conviction that “first and, therefore, the 
oldest railroad in the United States, starting with the organized 
conception of the project on March 21, 1823, and following it 
through to the time, September 20, 1832, when the first com- 
pleted unit became an operating enterprise, is the Pennsylvania 
Railroad.” The Pennsylvania legislature, in 1823, granted a 
charter to Col. John Stevens, of the Revolutionary army, for 
his corporation, “The Pennsylvania Railroad Company,” eight 
years after the legislature of New Jersey had granted a charter 
to him to build a railroad on which locomotives were to be 
used. New Jersey citizens did not subscribe for the stock. 
Stevens, in 1812 tried hard to persuade the New York legis- 
lature to build a railroad instead of the Erie Canal. The char- 
ter of the Pennsylvania Railroad Company authorized it to 
build a road from Philadelphia to Columbia. The road was 
to be known as “The Pennsylvania Railroad.” Stevens devoted 
two years to an effort to persuade the Pennsylvania legislature 
to pin its faith to a railroad instead of a canal, without suc- 
cess. In 1825 he returned to Hoboken, where he built a circular 
track on his estate and operated a steam locomotive, using 
a multi-tubular boiler invented by him. The engine carried 
half a dozen passengers at more than twelve miles an hour and 
Mr. Church believes that was the first steam locomotive oper- 
ated on a track in America. The Pennsylvania legislature 
appropriated $2,000,000 to build the Philadelphia and Columbia 
railroad. In 1846 the state went out of “government ownership 
and operation,” passing a new charter for the Pennsylvania 
Railroad Company, which had begun work in 1823 (location 
and surveying), to resume construction at Columbia, to which 
the railroad authorized in the 1823 charter was built, partly 
by the company and partly by the state. The state attached 
the railroad to the canal system and provided a complete route 
from Philadelphia to Pittsburgh, a distance of 372 miles, con- 
sisting of two stretches of railroad 81 and 37 miles long, and 
two stretches of canal, one 147 miles and the other 107 miles 
long. The Pennsylvania legislature, Mr. Church pointed out in 
his letter to Mr. Rea, was careless in railroad nomenclature, 
indiscriminately calling the railroad the Philadelphia & Colum- 
bia, Columbia & Phiiadelphis, the Pennsylvania Railroad, Phila- 
delphia, Columbia & Portage, the Columbia railroad and “the 
main line of the public works.” But the point made by Mr. 
Church is that there was work, without break, from 1823 until 
1846, when the present charter was granted. 





Newspaper and Radio Publicity—Washington afforded a 
study in the value of newspaper and radio publicity the day 
Secretary Wallace was buried. Sunday night the radio broad- 
cast the President’s executive order closing the departments 
until 1 o’clock in the afternoon. The newspapers on Monday 
morning also announced the closing. Yet about half the clerks 
appeared for duty. It is a tradition that a government clerk 
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take a vacation oftener and more eagerly than any other human 
being. Yet about half of them reported for duty. Many said 
they had not heard of the President’s order. Others had read 
it, and still others heard that it had been sent out over the 
radio, but they were not certain that the announcement was 
authentic. There was a large enough percentage of wholly 
uninformed, however, to raise a question as to whether the 
big drive to get out the vote next Tuesday will have as great 
an effect as desired. Getting a vacation is one thing and go- 
ing to vote another. The one is one of the most desirable 
things and the other, to hear some persons speak of it, some- 
thing of a bore. Another thought on the subject is that, per- 
haps, the radio has not really widened the circle of those who 
have any interest in the things going on in the world around 
them and, therefore, the votes cast on Tuesday will not repre- 
sent any greater percentage of considered acts than in prior 
elections. 


Ideas Linger Long.—The call for the annual meeting of the 
Rivers and Harbors Congress in December is a reminder that, 
until very recently, practically every meeting of that kind 
brought forth the man who seemed still to believe the railroad 
and the canal were competing methods of transportation. That 
idea was strong a century ago. Advocates of improved sys- 
tems of transportation were divided, the proponents of rail- 
roads, few in number, contending that the railroad would have 
to be depended on for the bulk of future transportation be- 
cause it would be cheaper and more expeditious. The Congress 
itself recognizes that they must supplement each other and 
that the only question is as to what extent government con- 
structed and maintained canals and waterways should be pro- 
vided. In the early days what has been called the monarchical 
idea, that the government was the source of all good for the 
people, dominated, and both railroads and canals were provided 
at government expense. Pennsylvania was one of the states 
to tire early of the expense of trying to operate transportation 
systems. The cost was so great that its thrifty people lost 
taste for that kind of business. The railroad from Philadelphia 
to Columbia, in 1846, was conveyed to the Pennsylvania Rail- 
road company and, since that time, its canal system has fol- 
lowed the buffalo into the list of discarded expensive eg 
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PUBLIC REPRESENTATION ADVOCATED 


The general executive committee of the Railway Business 
Association is sending out the following, under the head, “Shall 
the Railway Strike Be Revived:” 


Do you agree with us in favoring the retention of representatives 
of the public in the tribunals which advocate railway labor disputes? 
If so, your help will be timely in defeating the threatened elimina- 
tion of the public from such adjustments. 


Pressing the Howell-Barkley Bill. 


The Howell-Barkley bill would have as its chief consequence to 
deprive the public of representation. Practically this could only 
mean, and can only be intended to mean, the restoration of strikes 
or the threat of strikes, in settling which only one side would be 
considered and for which the voiceless public would foot the bill. 
This measure, which was pending in the House when Congress ad- 
journed, had a clear majority. Its passage was prevented by the 
wit, alertness and steadfastness of its opponents in a filibuster. It 
will be pressed again this winter. The number and zeal of its sup- 
porters and also of its opponents at that time will be determined by 
the development and registration of public opinion from date to 
December. 

Non-Partisan Platforms. 


Advocates of the Howell-Barkley bill are using campaign meet- 
ings for propaganda. Non-partisan associations like ours, which re- 
frain from participation in elections, are faced with the necessity of 
finding a place on non-political platforms or losing ground in the 
contest for public support. 

Can you arrange to have this bulletin read at one or more meet- 
ings of civic and other lunching clubs, commercial and industrial 
-bodies and women’s organizations? Individual influence exerted by 
their members would surely follow and do much to offset the state- 
ments in favor of the bill which through the circumstance of a presi- 
dential and congressional campaign are reaching so many citizens. 


Public Interest Paramount 


Defects as well as merits are alleged and generally admitted in 
the provisions of law creating the United States Labor Board, and 
the conduct of the board has been criticized both favorably and un- 
favorably. Many would widen its authority, others urge its aboli- 
tion, or the abolition of its functions. The general public is far from 
a concurrence as to abolition, and among those who favor that course 
there is wide disparity as to a substitute if any. 

Upon one plank, however, all may stand. That is the recognition 
of the public as a party in interest, the assertion of the public inter- 
est as paramount, the denunciation of either party which dares pro- 
ceed in defiance of the public interest. 

The Howell-Barkley bill would create adjustment boards com- 
posed of labor groups and management groups. The only pretense 
of a public representation is in a proposed Board of Mediation and 
Conciliation (whose sole function would seem to be persuasion of 
the parties to accept arbitration); and in the provision that this board 
shall appoint disinterested arbitrators (any of khom the employes 
can reject if they don’t like him, whereas the managements under 
pressure of public opinion have always been practically compelled to 
accept arbitrators acceptable to the employes). 


it Means Strikes. 


The Howell-Barkley bill contains many provisions which we re- 
gard as hostile to the public interest. Underlying them all, however, 
is the essential aim of restoring the strike as a weapon by repealing 
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the assertion of public concern in uninterrupted service and in proper 
limits on labor cost. Whatever amendment or replacement of the 
labor clauses Congress may in due course adopt, the public interest 
should remain paramount and public representatives kept on guard 
To convince Congress of this is to make the Howell-Barkley bil] use. 
less to its framers. 


RAILROAD ACCOMPLISHMENT 


Robert S. Binkerd, vice-chairman of the Committee on Pub. 
lic Relations of the Eastern Railroads, has issued the following 
statement: 


The American railroads have successfully completed the greatest 
movement of freight traffic in a single week in their history, accord- 
ing to reports just made public by the Car Service Division of the 
American Railway Association. 

This record-breaking week, ending October 18, presents an amaz- 
ing situation—over 1,102,000 cars loaded with revenue freight, an un- 
used surplus of 100,000 serviceable cars, and a motive power reserve 
of 5,400 serviceable locomotives—these results with fewer cars and 
practically no more locomotives than were in service five years ago. 

Yet in 1920, loadings of a million cars a week were accompanied 
by car shortages as high as 147,000 cars, and there was practically 
no reserve of serviceable locomotives against contingencies. 

The difference between these two situations may well summarize 
the progress made in improving railroad transportation in this coun- 
try since 1920. 


Today the railroads can move 10 per cent more freight in a single 


week than they could five years ago and yet not begin to touch the 
maximum of their capacity. 

Freight rates have been reducd more than_ $700,000,000 a year, 
and yet railroad earnings—which were practically nothing in 1920— 
show signs of encouraging improvement. 

Out of the earnings of 1924 not a penny will be paid to railroad 
stockholders and bondholders which the railroads of this country did 
not first create out of efficient and economical operation. 

The operation of great railroads is the most dynamic enterprise 
in modern life. On every division of every railroad there are limiting 
factors which determine the maximum load which can be moved by 
a single train. Railroading is a ceaseless battle to push these limiting 
factors upwards. The ammunition of this battle is new capital in- 
vestment—not alone.in new cars and locomotives, but in the length- 
ening of divisions, the construction of short cuts, the flattening of 
curves, the reduction of grades, and a thousand other things which 
seldom come to public notice. 

Whether knowingly or not, all those forces which since 1920 have 
been attacking railroad credit, railroad valuation, and railroad earn- 
ing power, have really been attempting to injure the most important 
single tool which railroad management had to use in the public in- 
terest. Thanks to the failure of these attacks, the courageous work 
of railway management has produced the situation which exists 
today. But this would have been utterly impossible without the 
— of new capital investment made by the railroads since 


To all fair-minded persons, therefore, the last five years may serve 
to illustrate sound policy, showing as they do: 

That the way to reduce the cost of transportation is by actual 
economy and efficiency in operatior; 


That economy and efficiency require, among other things, great 
capital investments—impossible without credit; 

But that, with earning power and consequent credit, there is no 
types see railroad transportation in this country which cannot 
pe soived. 


CONDITION OF EQUIPMENT, ETC. 


The Commission’s monthly report to the President on con- 
dition of railroad equipment and related questions, in accord 
with a Senate resolution, shows that out of 95,125 freight cars 
inspected in September, 3,668, or 3.8 per cent, were defective, 
as compared with 94,517 cars inspected and 4,245, or 4.5 per 
cent, found defective in September, 1923. Passenger cars in- 
spected in September totaled 2,043 and 25, or 1.2 per cent, were 
found defective, as compared with 1,917 inspected and 45, or 
2.3 per cent, found defective in September, 1923. 

The report shows that 4,905 locomotives were inspected 
in September; that 2,128 were found defective and that 285 
were ordered out of service. In September, 1923, the total 
inspected was 5,262 and 2,506 were found defective and 422 
were ordered out of service. 


SERVICE UNIT COSTS 


Reduction in the cost of operating the railroads is reflected 
in freight and passenger train service unit costs’ statistics 
prepared by the Bureau of Statistics of the Commission. The 
average cost per freight train-mile (total selected accounts) 
was $1.539 in August, as compared with $1.704 in August, 1923. 
The average cost per 1,000 gross ton-miles, excluding locomo- 
tives and tenders, was 93 cents in August, as against $1.07 in 
August, 1923. The cost per passenger train-mile was 82.6 in 
August, as against 90.2 cents in August, 1923. . 

For the eight months ended with August the cost per 
freight train-mile was $1.621, as against $1.798 for the same 
period of 1923. The cost per 1,000 gross ton-miles was $1.033, 
as against $1.177 in the same period of 1923. The cost per 
passenger train-mile was 86.9 cents, as against 95.2 cents in 
the same period of 1923. 

Cost of coal per net ton averaged $2.94 in August, as against 
$3.33 in August, 1923, for road service, and $3.13 for the eight 
months, as against $3.55 in 1923. 


CHANGE IN DOCKET 


Argument in No. 15412, Bernard Gallup vs. N. Y. N. H. & 
H. R. R., assigned for October 28, at Washington, D. C., was 
postponed to a date to be hereafter fixed. 
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Decisions of Interstate Commerce Commission 


ELIMINATION NOT JUSTIFIED 


The Commission, in a report on I. and S. No. 2162, iron and 
steel articles in mixed carloads to the southwest, I. and S. No. 
9205, and I. and S. No. 2227, the two last mentioned cases in- 
volving substantially the same questions, mimeographed, said 
the carriers had not justified their proposal to eliminate wire, 
nails and staples, from the list of iron and steel articles, in car- 
loads, from St. Louis and other defined territories, and from 
Shreveport to Texas, Oklahoma and New Mexico, and between 
points in Texas on interstate traffic. It ordered the suspended 
schedules canceled and discontinued the proceedings. 

Dealers and users in the destination territories protested 
and procured the suspension of the schedules. Wire, nails and 
staples were added to the list of iron and steel articles, the 
Commission said, as to Texas points, from defined territories 
June 15, 1922, and from Shreveport March 1, 1924. The addition 
was made to allow Texas carriers to obtain some of the traffic. 
Usually it was moving by water to the gulf ports and then 
inland. ' 

In support of their proposal the carriers said they were 
asking for the elimination with a view to making schedules in 
the southwest uniform. They said the Commission, in Memphis 
Southwestern Investigation, 77 I. C. C. 473, did not include wire, 
nails and staples in the iron and steel list. The Commission re- 
torted that their inclusion or exclusion was not in issue; that it 
prescribed scales to apply to mixtures a sthey then existed. It 
said the carriers had proposed, for the Memphis-Southwestern 
territory, a specific scale on wire, nails and staples but that the 
proposed rates were under suspension. 


BROOM RATES AND RATING 


The Commission has dismissed No. 14662, Edlund Broom 
Corporation et al. vs. Boston & Maine et al., mimeographed, 
finding that the rating and rates on the type of brooms manu- 
factured and sold by the complainants are not unreasonable. 
The complainants were the corporation and its selling agent, 
engaged in making and selling brooms of bahia and bassine 
fibers. They alleged the present rating of 12,000 pounds was 
unreasonable when applied to their kind of brooms, which load 
to 24,000 pounds or more. The average loading of broom corn 
brooms runs from 6,000 to 8,000 pounds because purchasers sel- 
dom will buy more than 500 dozen at a time. 

Manufacturers of ordinary brooms intervened in opposition 
to the prayer for rating and rates giving recognition to the 
heavier loading of the fiber brooms. They said the disadvantage 
of the complainants was overcome by the higher prices re- 
ceived for their brooms. 

The Commission said that it was well settled that in the 
absence of differentiating transportation conditions competitive 
articles, such as brooms, should be given a parity in ratings and 
rates. It said that if experience showed that most shippers 
were able and did load more than the prescribed minimum, a 
rating compatible with the higher loading would be proper. But 
it said that the complainants in this case were the only ship- 
pers who would. profit by an increased minimum. It said the 
evidence was insufficient to find the class rates unreasonable 
and that the prospective movement did not warrant commodity 
rates. The Commission found one instance in which a ship- 
ment of fiber brooms was overcharged and directed refund. 


DEMURRAGE LAWFULLY COLLECTED 


The Commission has dismissed No. 14518, Big Diamond 
Mills Company vs. Chicago Great Western, mimeographed, on 
a finding that demurrage charges collected by that carrier on 
cars held for unloading where an embargo, caused by a strike 
of the defendant’s employes, prevented the complainant from 
making outbound shipments to certain destinations, were not 
unreasonable or otherwise unlawful. The demurrage was col- 
lected for detention in March, April and May, 1920. The com- 
plaint alleged they were unreasonable and unjustly discrimi- 
natory. The prayer was for reparation. 

A suit, entered by the railroad company in September, 1922, 
for the recovery of the demurrage, caused the filing of the 
complaint. The case was tried upon the stipulation of facts 


supplemented by testimony. The charges were assessed under - 


the average agreement. Complainant admitted, the Commis- 
sion said, that the charges were collected in accordance with 
the lawfully published tariffs but contended the rules under 
which they were assessed were unreasonable. 

On account of the switchmen’s strike the Chicago Great 
Western laid an embargo against all shipments moving from 
the complainant’s plant at Morristown, Minn., destined to Chi- 
cago and points east thereof. The necessity for this embargo, 





the Commission said, was not questioned. The complainant 
contended, the Commission said, that the strike and the em- 
bargo prevented it from making outbound shipments and thereby 
prevented the unloading of inbound shipments. The complain- 
ant’s witness testified that ordinarily the mill company had 
between 25 and 50 cars in transit to its mill; that the mili 
had a capacity of 1,000 barrels; a storage capacity of about 
65 cars of wheat and that in this period the mill unloaded 
every car possible. Credits accrued on some cars in this 
period, but the complainant’s witness, the Commission said, 
ascribed this to the fact that it maintained separate bins for 
different grades of wheat and that it had unfilled storage space 
for the grade contained in the cars which were unloaded 
promptly. 

The Commission said the recerd did not show that the 
defendant refused to furnish cars for loading to points other 
than those under embargo. The railroad company contended 
that complainant might well have stopped cars from arriving 
at its mill before the storage capacity became exhausted, or 
diverted cars to other points. 

The Commission said the applicable demurrage tariff pro- 
vided that a party who entered into an average agreement 
should not be entitled to a refund of demurrage charges under 
the so-called bunching rule. After the period of the complaint 
the demurrage tariff was amended by adding to the rule the 
following clause: “Except where bunching has been caused 
by strike of carriers’ employes.” The Commission said there 
Was no evidence in this case to show the cars arrived in ac- 
cumulated numbers in excess of daily shipments. 


HEAVY PEANUT CUT 


A big reduction in rates on shelled peanuts, to be made 
not later than December 22, has been ordered in No. 14638, 
Oklahoma Traffic Association et al. vs. Atchison, Topeka & 
Santa Fe et al. mimeographed, from Denison, Fort Worth, 
Weatherford, DeLeon and Tyler, Tex., to Oklahoma City. The 
Commission found the rates, prior and subsequent to July 1, 
1922, unreasonable, as alleged in the complaint. It awarded 
reparation to two of the complainants, grocers, at Oklahoma 
City, and held the record open for testimony to determine 
whether any shipments had been made since the hearing was 
held. The complainants asked for an award of reparation on 
shipments moving after January 30, 1921. 

Rates, prior to July 1, 1922, were 67.5 cents from all the 
points other than Tyler. The rate from that point was 76.5. 
After July 1, 1922, the rates were 61 and 69 cents. The mini- 
mum prior to July 1, 1922, was 24,000 pounds. After that time 
it was 30,000. 

The Commission found the rates unreasonable, prior to 
July 1, 1922, to the extent they exceeded the following: Den- 
ison, 37; Fort Worth, 38; Weatherford, 48; DeLeon, 49, and 
Tyler, 48 cents. It found the rates, after July and for the 
future were and would be unreasonable to the extent they 
exceeded or might exceed: From Denison, 33 cents; Fort 
Worth, 34; Weatherford, 38.5; DeLeon, 44, and Tyler, 43, 
minimum 36,000 pounds, subject to rule 34. 

These findings are without prejudice, the report says, to 
such conclusion as may be reached in No. 13535, Corporation 
Commission of Oklahoma vs. Aberdeen & Rockfish, now pending. 


SEGREGATION OF PASSENGERS 


Holding that defendant’s practices with respect to the segre- 
gation in Kentucky of interstate passengers according to color 
had not been shown to have been unjust, unreasonable, un- 
justly discriminatory, unduly prejudicial or otherwise in viola- 
tion of the interstate commerce act, the Commission, in a 
mimeographed report in No. 14742, Joseph P. Evans vs. Chesa- 
peake & Ohio, has dismissed the complaint. The Commission 
also held that the fare exacted from complainant for trans- 
portation from Charleston, W. Va., to Cincinnati, O., on March 
21, 1922, was not unreasonable, unjustly discriminatory, unduly 
prejudicial or otherwise in violation of the act. 

Complainant, a negro living in Baltimore, alleged that the 
fare was unlawful, unreasonable, discriminatory, preferential 
and prejudicial and otherwise in violation of the interstate com- 
merce act. He asked the Commission to classify accommodations 
offered by defendant to colored passengers traveling in inter- 
state commerce. The complainant introduced no evidence with 
respect to the measure of the fare assessed, attacking the prac- 
tice of the defendant requiring segregation of white and colored 
passengers in the state of Kentucky. 

The Commission said defendant’s regulation requiring the 
segregation of the races was not set forth in its rule book, posted 
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in its stations or published in its tariffs. It is conveyed to 
trainmen by operating officials and to the public by the porter 
in charge of a car. Complainant contended that a regulation 
of the character assailed, in order to be valid; must be published 
and filed under section 6 of the act. The Commission dis- 
agreed, holding that it was not a rule or regulation that must 
be filed and published under section 6. The Commission also 
did not sustain contentions of complainant that equal accommo- 
dations were not afforded colored passengers. 


SALT CASES OF 1923 


A general revamping of rates and minimum weights, with 
uniformity of commodity descriptions and minima on common 
salt, not later than January 23, has been ordered in Salt Cases 
of 1923, No. 14106, Sterling Salt Company vs. Ann Arbor et al., 
opinion No. 9812, 92 I. C. C., 388-438, written by Commissioner 
McManamy. The orders respecting the twelve cases combined 
in that report cover twenty-two printed pages, involving rates 
and carriers east of the Missouri. 

Commissioners McChord, Meyer and Cox concurred in the 
results. Commissioners Aitchison and Potter dissented but did 
not tell why. 

In making the revision,-the Commission uses its minimum 
rate making power, particularly in respect of rates from Louis- 
iana to Chicago. It found them unreasonably low to the extent 
they were less than 27 cents. The present measuring rate is 
23.08 cents. 

Discussing the minimum rate making power the Commis- 
sion said the law prescribed no different tests or standards for 
determining just and reasonable minimum rates than for just 
and reasonable maximum rates. It said it had applied those 
tests or standards consistently and uniformly with the tacit 
consent and sanction of Congress and the express approval of 
the courts, in the fixing of maximum reasonable rates. It said 
the standards were too well known to require a summary of 
them in this case. It said that when called upon to prescribe 
reasonable maximum rates on a specific commodity from dif- 
ferent points of origin to a common destination, it had always 
given special consideration to comparisons of going rates on 
the same commodity in the same or similar territories, in rela- 
tion to distances, revenue per ton-mile, per car-mile, variations 
in traffic density and peculiarities in transportation affecting 
transportation costs in general. It said that no practical rea- 
sons were advanced why the same standards should not be ap- 
plied in fixing of minimum reasonable rates. 

Application of such long accepted standards, the Commis- 
sioner said, showed conclusively that the rates on salt from the 
Louisiana mines to Chicago were and would be unjustly and 
unreasonably low and were designed to promote the financial 
success of the salt mines in disregard of the measure of the 
revenue which the carriers were entitled to for the services 
rendered. 

The Commission said the low rates from Lousiana had been 
far reaching in their consequences. Retaliatory reductions, it 
said, had been established from other fields, and that the truce 
in the “salt-rate war which now exists is due almost entirely 
to the fact that these proceedings are pending. The rates from 
all of the fields to certain highly competitive points, such as 
Chicago and St. Louis, have reached so low a level that many 
shippers are asking that the rate level be raised in order that 
the revenue may be sufficient to make the tonnage attractive 
to the carriers, in order that the service may be improved.” 


That needed readjustment, the Commission said, could not 
be made effective by the carriers serving the Kansas, Michigan, 
or New York fields unless the rates from Louisiana were in- 
creased. By order, it said, it had precluded the lines serving 
the Kansas mines from making‘rates from Kansas higher than 
those from Louisiana. It said it had also fixed relationships 
between the Michigan and the Kansas mines in their rates to 
St. Louis and Chicago. It said the rates from Detroit to Chicago 
could not be increased unless the rates from Kansas were in- 
creased. Likewise it said the relationship of rates of the New 
York and Michigan mines to Chicago was based upon findings 
and conclusions in other cases and the New York rates could 
not be increased unless the Detroit rates were increased. 

This discussion of the minimum rate power was brought 
about by the contention of the Illinois Central, the producers of 
salt in Louisiana and the short lines serving them, against the 
preseription of minimum rates from Louisiana to Chicago. The 
Commission said they made no attempt to show that their rates 
were fairly aligned with those from competing fields, and ad- 
mitted that their rate of 23.08 cents, to Chicago, was low, for 
example, in comparison with the rates from New York to Chi- 
cago. The rate from New York, N. Y., to Chicago is 38 cents, 
for a shorter haul. 


“The Louisiana producers would obstruct the needed re- 
forms in the salt rate structure,” says the report, “in order that 
their rates to Chicago, already on a lower level, distance con- 
penetra Ys those from any other producing field, may not be 

sturbed.” 


The Southern Pacific lines, originating the salt in Louisiana, 
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the report says, contend that the policy of the lines serving the 
Louisiana mines, in making rates to remote markets, irrespec- 
tive of distance and irrespective of the rates from other pro- 
ducing fields served by other lines, can not be regulated under 
the minimum rate powers, so long as their rates do not impose 
a burden upon other traffic and so long as they do not go below 
the cost of service. They contend that it is more essential that 
production and distribution should be stimulated than that some 
particular level of rates should be maintained. On that point 
the Commission said: 

“If the minimum rate-making power were intended by Con- 
gress to be used only in cases where the rate assailed had been 
proven, with mathematical exactitude, to be less than the cost 
of service, the grant of that power would be ineffectual, be- 
cause such a test of the exact cost of service is impracticable of 
application to specific rates on a single commodity, and this has 
been recognized by the Supreme Court of the United States.” 

Aside from the discussion and use of the minimum rate. 
making power, the report contains two things of interest in 
connection with every particular situation. It requires the aboli- 
tion of all distinctions between rock, evaporated, bulk and pack- 
age salt. Commissioner McManamy so far disregarded the dis- 
tinction between rock and evaporated salt as to give the sources 
of the salt the generic name of mines. The second thing of in- 
terest in every situation is the approval of the proposal, made 
in the suspension docket cases, to establish the minimum of 
45,000 pounds for general application. 

In addition to the formal docket case mentioned in the 
caption of the case, this report also covers No. 14025, Crystal 
Salt Company vs. Delaware, Lackawanna & Western Railroad 
Company et al.; No. 14157, Colonial Salt Company et al. vs. 
Chicago & Erie Railroad Company et al.; No. 14250, Diamond 
Crystal Salt Company et al. vs. Aberdeen & Rockfish Railroad 
Company; No. 13181, Burlington Shippers’ Association vs. Akron, 
Canton & Youngstown Railway Company; also Investigation 
and Suspension Dockets Nos. 1624, rates on salt from C. F. A. 
to Western Trunk Line destinations and between points in 
Cc. F. A. territory; 1849, carload minimum weight on salt; 
1887, carload minimum weight on salt (2); 1909, Same (3); 
1935, Same (4); 1959, Same (5); and 2010, Same (6). 

The twelve cases covered by the report, Commissioner 
McManamy said, broadly speaking, brought into issue the 
rates, commodity descriptions and minimum weights on salt, 
from all producing points in New York, Ohio, Michigan, Kan- 
sas and Louisiana, to points on and east of the Missouri river 
in lIowa-Missouri territory, Central, Trunk Line, Carolina, 
Southeastern and Mississippi territories. 

Primary ‘issues, he said, dealt with relationships, rather 
than the measures of the rates, and that, in the opinion of a 
number of the complainants, the rates, in particular instances, 
were lower than maximum reasonable rates. The producers 
of salt, he said, were the ones primarily interested in the rela- 
tionships because the average freight rate was a substantial 
percentage of the delivered price of carload quantities, and 
because the productive capacity in the several fields exceeded 
existing demands. He said the adjustment was the outgrowth 
of keen competition between widely separated producing fields, 
in the sale of salt in the large consuming centers and of com- 
petition between many carriers for the revenue derived from 
the heavy tonnage, with rates to grouped consuming points, 
often made without regard for relative distance. That practice, 
he said, had given rise to many complaints, some of which 
had been disposed of by the Commission in past years, and 
others had apparently culminated in this general attack upon 
the salt rate structure. Some dissatisfaction, he said, was due 
to the lack of uniformity in the commodity descriptions, and 
the widely varying minima. The questions arising out of 
those comparatively minor things were considered and disposed 
of first. 

The Commission divided the complaints into classes accord- 
ing to the topics involved in them and then disposed of the 
topics presented in the following order: Commodity descrip- 
tion; carload minima; rates, Detroit to Chicago; from eastern 
and western Michigan points to Chicago; from New York to 
Chicago; Kansas group to Chicago; from Louisiana to Chi- 
cago; to other important C. F. A. points; to other Illinois 
points; to St. Louis; from Ohio and Michigan to lower and 
upper Mississippi river crossings; Ohio and Michigan to Iowa, 
Missouri and Nebraska; Kansas to Iowa, Missouri, Illinois and 
upper crossings; from Central territory to Trunk Line terri- 
tory; Ohio to Washington & Old Dominion stations; to Bristol, 
Tenn.-Va.; Ohio and Michigan to Carolina and Southeastern 
territories; to Mississippi Valley territory; and Ohio-Michigan 
to interior Florida. The findings, other than those that com- 
modity descriptions should be uniform and disregard distinc- 
tions between rock and evaporated and other so-called kinds 
of salt, and the minimum weight, are as follows: 

Rates, Detroit to Chicago: We find that the present rates on salt, 
in carloads, from Detroit to Chicago, will be unreasonably low for 
the future, and that 13 cents, minimum 45,000 pounds, would be a 


reasonable minimum rate for the future. An appropriate order will 
be entered in No. 14157. 


From eastern and western Michigan points to Chicago: We find 
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that for the future the rates on salt, in carloads, from producing 
points in eastern Michigan, other than Detroit, to Chicago less 
than the rates contemporaneously maintained from Detroit to the 
same destination, would be unreasonably low. The present group- 
ing of origin points and the relationship of Ohio points to Michigan 
points should be preserved. In view of the long-and-short-haul pro- 
vision of the act no order is deemed necessary. ; 

We further find that the rates on salt, in carloads, from Luding- 
ton and Manistee all rail to Chicago are, and for the future will be, 
unreasonably low to the extent that they may be less than 13 cents, 
or less than the rates contemporaneously maintained from Detroit 
and other eastern Michigan producing points to the same destina- 
tion; and that the rates on salt from Ludington and Manistee to 
Chicago over the car-ferry-rail routes for the future will be un- 
reasonably low to the extent that they may be less than 12 cents. 
An appropriate order will be entered in No. 14157. 

From New York points to Ckicago: We find that the present rates 
on salt, in carloads, from Halite and Retsof to Chicago, for the fu- 
ture will be unreasonably low, and unduly prejudicial to Detroit to 
the extent that they may be less than 21 cents, minimum 45,000 
pounds, and unduly prejudicial to Halite and Retsof to the extent 
that they exceed by more than 8 cents the rate contemporaneously 
maintained from Detroit to Chicago. An appropriate order will be 
entered in No. 14106. 

Kansas group to Chicago: We find that the rates on salt, in 
carloads, from Lyons, Little River, Kanopolis, Anthony, Hutchinson, 
and Sterling, the producing points in the Kansas group, to Chicago, 
for the future would be unreasonably low to the extent that they may 
be less than 24 cents, and that the maintenance of rates on a basis 
lower than 24 cents, on and after the date that the rates from De- 
troit and Halite to Chicago are increased to the minima prescribed, 
will be unduly preferential of Kansas producers, and subject the 
shippers of salt from the Michigan group and from Halite to undue 
prejudice and disadvantage. An order will be entered in No. 14157 
requiring the establishment of minimum rates of 24 cents from the 
Kansas field for the future, and rates which shall not exceed by 
more than 11 cents the contemporaneous rates from Detroit to Chi- 


go. 

From Louisiana to Chicago: We find that the rates on salt, in 
carloads, from the Louisiana mines to Chicago are unreasonably low 
to the extent that they are less than 27 cents. 

To other important C. F. A, points: We find that the rates on 
salt, in carloads, frim Halite to Cincinnati, Louisville, and In- 
dianapolis are not unjust or unreasonable as maxima; but that the 
se ey Mang Louisiana —s <4 unreasonably low to the ex- 

y_are or may be less than 25-cen 
26.5 cents to Indianapolis and Cincinnati. ee ee 

An appropriate order will be entered in No. 14106. 
basis for a finding of undue preference of Louisiana. 

To other Illinois points: We find that the rates on salt, in carloads, 
from Halite to LaSalle and Bioomington are, and for the future will 
be unjust and unreasonable to the extent that they exceed or may 
exceed 26.5 and 27.5 cents, respectively. The rates to the other 
named points in Illinois are not unreasonably high. No finding is 
necessary with respect to the allegations of undue prejudice. 

a = Band ogy Uh ay a ag to the same destinations are 
entered <n ag Ppropriate order for the future will be 
o St. Louis: We find that the present rates to St 
sarge and from the Kansas field are not unreasonably wa. = 
ut recommend that defendants in revising rates as required under 
- conclusions herein increase the rates on all salt from Detroit and 
e eastern Michigan group to the present package basis of 22 cents 
and the rate from the Kansas group to 23 cents. ; 
‘ a4 further find that the rate from Halite to St. Louis is, and 
or the future will be, unjust and unreasonable to the extent that it 
exceeds or may exceed 29 cens, and should not exceed by more than 
7 cents the contemporaneous rate from Dtroit. 
outs le aaa te he ee ae from the Lowiviane, mines to St. 
4 4 e e, unreason 
— or — — less than 24 cents. ae new oe ae ae 
present rates to St. Louis from the Kansas field and from 
— are not unduly prejudicial. There is no basis for ; finding 
of undue preference of Louisiana, for reasons hereinbefore stated. 

Appropriate orders will be entered in Nos. 14106 and 14157. 

._ Upon this record there is no adequate proof which warrants us 
in prescribing specific commodity rates from Halite to other points 
2 ee territory. To all points in Ohio, Indiana and Illinois to 
= a Bend Fg cae hg — es and a the necessity 

nts should publish such maximum rat irl 
aligned with those above prescribed from Halite. “oe 


From Ohio and Michigan to lower and upper Mississippi River 
crossings: We find that the rates on salt, in carloads, from Michigan 
City and producing points in Ohio and eastern Michigan to the upper 
Mississippi River crossings, Keokuk to Dubuque, are, and for the 
future will be, unjust and unreasonable to the extent that they ex- 
ceed or may exceed 22 cents, and following R. R. Comm’rs of Iowa 
vs. A. A. R. R. Co., supra, are, and for the future will be, unduly 
prejudicial to the upper crossings to the extent that they exceed or 
may exceed the rates contemporaneously maintained on like traffic 
from the same producing points to the lower crossings, St. Louis, 
Hannibal and Quincy. 

An appropriate order will be entered in Nos. 13181 and 14157. 

In publishing rates from the eastern Michigan and Ohio groups 
to Mississippi River crossings and points west thereof defendants 
should make corresponding changes in the rates from Chicago to 
the same destinations, preserving existing relationships. The rates 
from Chicago to this destination territory are not brought in issue in 
these proceedings and no finding is made. 

Ohio and Michigan to Iowa, Missouri and Nebraska: We find 
that the rates on salt from Ludington and Manistee, by car ferry 
and rail, to the Upper Mississippi River crossings, Dubuque to Keo- 
kuk, inclusive, are, and for the future will be, unjust and unreason- 
able to the extent that they exceed or may exceed 20 cents, and to 
the lower crossings, Quincy to St. Louis, inclusive, are, and for the 
future will be, unjust and unreasonable to the extent that they exceed 
or may exceed 22 cents, and unduly prejudicial to the extent that they 
exceed or may exceed the rates contemporaneously maintained on 
pew traffic from eastern Michigan and Ohio producing points to St. 

uis. 


There is no 


We further find that the rates on salt, in carloads, from Luding- 
ton and Manistee, by car ferry and rail, and from producing points 
in eastern Michigan and Ohio to jobbing and packing points in Iowa 
and Missouri west of the Mississippi River crossings, such as Cedar 
Rapids, Ottumwa, Fort Dodge, Mason City and Des Moines, and 
points in Nebraska on the Missouri River, such as Omaha, to which 
salt moves in carload quantities are, and for the future will be, un- 
just and unreasonable to the extent that they exceed or may exceed 
maximum rates constructed in the following manner: Add 0.5 cent 
for each successive distance block of 20 miles to rate up to the near- 
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est upper or lower crossing, using the short-line routes via existing 
connections. This finding respecting the rates from eastern Michi- 
gan and Ohio is based on the recommended rate of 22 cents to St. 
Louis and other crossings. 

An order will be entered in No. 14157 for the future with respect 
to the above-named destinations. Defendants should establish com- 
modity rates upon a similar basis to other consuming points in that 
territory as the necessity therefor arises. 

Where circuitous lines desire to meet the rates of the direct lines 
at competitive points they may, where necessary, file applications for 
relief from the long-and-short-haul provision of the act. We rec- 
ommend that any rates covered by the above conclusions which are 
less than the maximum basis herein prescribed be increased to that 
basis. Like changes should be made in the rates from the Louisiana 
mines over the Illinois Central to points in Illinois and Iowa, The 
record does not warrant a finding with respect to the allegation of 
undue preference of Louisiana in the rates to Iowa-Missouri terri- 
tory, or with respect to the rates to Lincoln from the Ohio and Michi- 
gan groups. 

Kansas to Iowa, Missouri, Illinois and upper crossings: We find 
that the rates on salt, in carloads, from the points in the Kansas 
group are, and for the future will be, unjust and unreasonable, to 
the extent that they exceed or may exceed 15.5 cents to Kansas 
City, 21.5 cents to Des Moines, 22.5 cents to Ottumwa, 24 cents to 
Fort Dodge, 24.5 cents to Waterloo, 25 cents to Cedar Rapids and 
Dubuque, 25.5 cents to Mason City, and 27.5 cents to St. Paul. 

An order will be entered in Nos. 14157 and 14025. Defendants 
should establish commodity rates constructed in a similar manner to 
all points in this territory to which commodity rates are established 
from the Michigan and Ohio producing points, namely, in Illinois, ex- 
cept Chicago; Missouri, except St. Louis; Iowa and points in Nebraska 
on the Missouri River. Where circuitous lines desire to meet the 
rates of the direct line at competitive points they may file applica- 
tions, where necessary, for relief from the long-and-short-haul pro- 
vision of the act. Present rates to points in this territory less than 
under the basis herein found reasonable, such as the present rate to 
Omaha, should be increased accordingly. 

The general basis for the maximum rates prescribed from the 
Michigan and Ohio fields to this territory is 22 cents, and from the 
Kansas group 24 cents for 500 miles, observing the average distances 
from the groups to important base points and using the short routes 
via existing connections. 

From central territory to trunk line territory: We find that the 
base rate on salt, in carloads, from Chicago to New York is, and for 
the future will be, unjust and unreasonable to the extent that it 
exceeds or may exceed 33.5 cents; and that the rates from Detroit, 
Saginaw, Akron and Cleveland to points in trunk line territory are, 
and for the future will be, unjust and unreasonable to the extent that 
they exceed or may exceed the rates resulting from the application 
to the base rate of 33.5 cents of the fixed percentages under the so- 
called Chicago-New York adjustment from the producing points to 
the respective destinations. 

We further find that the rates assailed from Ohio-Michigan pro- 
ducing points to trunk line territory are not shown to be otherwise 
unlawful. The scope of this record does not warrant consideration 
of rates to specific points in trunk line territory, and complainants’ 
-—<— ~~ S  enen is denied. An appropriate order will be entered 
in No. " 

Ohio to Washington & Old Dominion stations: We find that the 
rates on salt, in carloads, from Akron and Cleveland to points on 
the Washington & Old Dominion Railroad, stations Alexandria Junc- 
tion to Herndon, inclusive, and Sterling to Bluemont, inclusive, re- 
spectively, are, and for the future will be, unreasonable to the extent 
that they exceed, or may exceed, 31 and 33 cents, respectively. 

Under this finding the rates from Akron and Cleveland would 
become relatively lower than the rate of 32 cents from New York 
producing points to the same destinations, resulting in undue preju- 
dice to producers in New York state. While not directly in issue, the 
rates from the New York points to these Virginia stations should 
be reduced at the same time to 28.5 and 30.5 cents, respectively, based 
upon 20.5 cents under defendants’ proposed scale B to Potomac Yara 
for 319 miles plus the arbitraries of 8 and 10 cents beyond. . 

In view of the above findings and recommendation no finding is 
necessary with respect to the issue of undue prejudice. There is no 
specific prayer for reparation under this portion of the complaint. 

An appropriate order in No. 14250 will be entered. 

To Bristol, Tenn.-Va.: No order is deemed necessary, but de- 
fendants will be expected to publish rates on salt from the Ohio fields 
on a —— basis no higher than those from producing points in 
New Yor 

Ohio and Michigan to Carolina and southeastern territories: We 
find that the rates assailed from Ohio and Michigan producing points 
to points in Carolina territory are not shown upon this record to be 
unreasonable or unduly preferential of New York points of origin. 

Upon the present record we are not warranted in making a finding 
with respect to the rates to southeastern territory, and defndants 
will be given additional time to remove the fourth section departures 
in connection with the general revision of rates to and from points 
in the southeast, or until such reasonable time as they may agree 
with the salt shippers upon a satisfactory and harmonious adjust- 
ment of these rates. 

To Mississippi Valley territory: While the rates from Ohio- 
Michigan producing points to Memphis, New Orleans, Mobile, and 
points throughout Mississippi Valley territory are apparently too 
high, the evidence is insufficient to warrant the prescription of max- 
imum reasonable rates. The evidence also indicates that the rela- 
tionship between the rates from the Ohio-Michigan producing points 
and from Chicago is improper, but a strict interpretation of the com- 
plaint constrains us from making a finding in that respect. Defend- 
ants are now undertaking a revision of commodity rates from central 
territory to southern territory generally. It is expected that they 
will, within a reasonable time, establish rates on salt from Ohio- 
Michigan producing points and from Ludington and Manistee to the 
Mississippi Valley on a reasonable basis and properly related to rates 
from Chicago. 

No action will be taken at this time on the portions of the 
fourth = Me ag ag which covered the adjustment from and 
to the nts above in issue. 

Ohio- Michigan to interior Florida: "We find that the interstate 
rates on salt, in carloads, from Jacksonville and other Florida basing 
points to interior points in Florida, for application on ‘through ship- 
ments from Ohio and Michigan producing points, are not unjust or 
unreasonable; but that they are, and for the future will be, unduly 
prejudicial to the extent that they exceed or may exceed the con- 
temporaneous intrastate rates on salt, in carloads, from Jacksonville 
to the respective destinations in Florida, except Pensacola, Tampa, 
and St. Petersburg; and that those rates, to that extent, cause un- 
due, unreasonable, and unjust discrimination against interstate com- 
merce and undue advantage and preference of Florida intrastate com- 
merce. An order will be entered in No. 14250 requiring defendants 
to remove such discrimination. 

In complying with this finding and with the requirement as to the 


. 
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uniform minimum of 45,000 pounds, defendants should so publish their 
rates that the change in carload minima will not affect a reduction 
in the charges per 100 pounds. 


The prayer for reparation under this conclusion is denied for lack 
of specific proof of damage. 


FELDSPAR RATES ORDERED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 14144, Ceramic 
Traffic Association vs. Maine Central et al. and a sub-number 
thereunder, Same vs. N. Y. N. H. & H. et al., mimeographed, 
as to rates and charges on feldspar to points in Maine and 
Connecticut to Trenton, N. J. In addition the Commission 
found the rates unduly prejudicial. The complaints alleged 
the rates to what is known as the Trenton district in New Jer- 
sey and Pennsylvania were unreasonable, unduly prejudicial 
and in violation of the fourth section, subjecting complainants 
to unreasonable disadvantage. In addition to rates for the fu- 
ture, the prayer was for reparation to the Trenton Flint & Spar 
Company and the Eureka Flint and Spar Company, members of 
the complainant, on shipments made since July 17, 1922. 

The points of origin in New England were referred to by 
groups, namely, the Brunswick group on the Maine Central in 
Maine; the Northern New Hampshire group, consisting of Rum- 
mey and Mathews; Keene in southwestern New Hampshire and 
the Connecticut group, embracing points on the New Haven. 

The Commission said the rates to Trenton since July 17, 
1922, had been and for the future would be unreasonable and 
unduly prejudicial, to the extent they exceeded, exceed or might 
exceed the following: On crude felspar, minimum weight ca- 
pacity of car, 19 cents, from points in the Brunswick and North- 
ern New Hampshire groups; 18 cents from Keene and 16 cents 
from points in the Connecticut group. On ground feldspar, min- 
imum 40,000, 21 cents from points in the Brunswick group and 
20 cents from Keene. 

The Commission said the record did not afford sufficient 
basis for a finding with respect to the rates to other points in 
the Trenton district. Reparation was awarded to the Eureka 
Flint and Spar Company. It said there was no evidence of 
damage to the other company. The new rates are to be effec- 
tive December 20. 


UNREASONABLE COAL RATES 


On a finding that rates on coal from Leesburg, Pa., to Con- 
neaut Harbor, Ohio, and beyond by lake, were unreasonable in 
May, June, July, August and September, 1922, the Commission, 
in a mimeographed report in No. 14907, Pittsburg & Conneaut 
Dock Company vs. Pennsylvania et al., embracing also No. 
14907, Sub. No. 1, Pittsburgh Steamship Company vs. Pennsyl- 


vania et al., has awarded reparation. In part, the Commission 
said: 


The shipments aggregated 33,733 tons and moved over the Penn- 
sylvania to Shenango, Pa., and the Bessemer & Lake Erie beyond, 
104 miles. All of the shipments were originally billed to the com- 
plainant steamship company at Conneaut Harbor for reshipment 
beyond by lake, and charges were assessed at the applicable joint 
cargo rate of $1.54. Some of the shipments were used by the steam- 
ship company in fueling its vesels at Conneaut Harbor and others 
were diverted to complainant dock company either for its use locally 
at Conneaut Harbor or for fueling ships at that point because of 
the failure of its ordinary supply as a result of the coal strike. 
Defendants accordingly issued an amended bill thereon for charges 
on such shipments as were not hauled beyond Conneaut Harbor as 
cargo shipments at the applicable combinations of $2.73 prior to 
July 1 and $2.46 on and after that date, composed of $1.19 and $1.07 


to Shenango and. $1.54 and $1.39 beyond, which was paid by com- 
plainants. * 


We find ths the rates to Conneaut Harbor proper were un- 
reasonable to the extent that they exceeded $1.68 prior to July 1, 
1922, and $1.51 on and after that date, and that the cargo rate as- 


sessed on and after the same date was unreasonable to the extent 
that it exceeded $1.34. 


RATES ON SAW LOGS 


In a mimeographed report in No. 14558, Booth, Kelly Lumber 
Company vs. Director-General, as agent, Southern Pacific, the 
Commission has dismissed the complaint on a finding that rates 
on saw logs shipped from Meredith to Springfield, Ore., in the 
period of federal control, were not unreasonable. 


RIVETED STEEL PIPE RATES 


The Commission has dismissed No. 14438, Duluth Boiler 
Works vs. Atchison, Topeka & Santa Fe et al., and a sub- 
number thereunder, Same vs. Same, mimeographed, on a find- 
ing that rates assesSed on riveted steel pipe, carloads, from 
Duluth, Minn., to Howells, Calif., were applicable and not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
allegation was that the rates were illegal, unreasonable, un- 
justly discriminatory and unduly prejudicial to the extent they 
exceeded the contemporaneous rates on iron conduits. The 
prayer was for reparation alone. The Commission said the 
complainant urged that although the shipments were not im- 
properly described when it called them steel riveted pipe, it 
was entitled to lower rates of $1.125 prior to August 26, 1920, 
and $1.50 thereafter under a commodity description which the 
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Commission called the conduit item. The Commission looked 
at the dictionary and the contentions of the defendant that 


.the word conduit was generally used to denote a soft, seam- 


less, steel article used for connecting electric wires where pro. 
tection was necessary, and came to the conclusion that the 
rates assessed were applicable. It said the evidence was ip- 


sufficient to sustain a finding of a violation of the second and 
third sections. 


LINSEED OIL REPARATION 


The Commission, in a mimeographed report on No. 14873, 
W. P. Fuller & Co. vs. Southern Pacific, found unreasonable, 
but not unduly prejudicial, rates assessed on 31 cars of imported 
linseed oil, transported in tank cars, from San Francisco to Los 
Angeles, between May 15 and December 2, 1922. Fifth class 
rates of 43 cents, prior to July 1, 1922, and 38.5 cents there. 
after were charged. Reparation was sought to the basis of 
rates of 35 cents prior, and 31.5 cents after July 1, 1922. The 
lower rates were those applicable to linseed oil in packages. 

The Commission found the assessed rates were unreason- 
able to the extent they exceeded 35 cents prior to July 1, 1922, 
and 31.5 cents thereafter; that the complainant made the ship- 


ments as described, paid the charges and was entitled to repa- 
ration as indicated. 


ACID PHOSPHATE RATES 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 14838, Buhner 
Fertilizer Company vs. Baltimore & Ohio et al., mimeographed, 
as to rates and charges on acid phosphate, from Nashville, Tenn., 
to Seymour, Ind. The complaint alleged the rates were, and are, 
unreasonable, unduly prejudicial to it, and unduly preferential 
of manufacturers at New Albany and Jeffersonville, Ind. The 
Commission was asked to prescribe reasonable and non-pre- 
judicial rates and to award reparation on 52 carloads that 
moved between August 1, 1921, and October 31, 1922. The rate 
from Nashville to Seymour is $4.70 per net ton, composed of 
the proportional commodity rate of $1.80 to Louisville and the 
local and proportional sixth class rate of 14.5 cents beyond. The 
rate from Nashville to New Albany and Jeffersonville, the Com- 
mission said, was a joint commodity rate of $2.48 per ton. The 
Commission found the rates were, are and for the future will 
be unreasonable to the extent the component from Louisville 
to Seymour exceeded, exceeds or may exceed $2.22 per ton 
prior to July 1, 1922, and $2.00 per net ton thereafter, minimum 
60,000 pounds. The carriers were ordered to establish the $2.00 
rate not later than December 10. 


COPPER BAR CASE DISMISSED 


The Commission, in a mimeographed report on further hear- 
ing on No. 11755, Raritan Copper Works vs. Director-General, 
New York, Ontario & Western et al., has affirmed its former 
finding, 64 I. C. C. 691, that the fifth class rate on copper bars 
in carloads, from Rome, N. Y., to Perth Amboy, N. J., in January, 
1920, was not unreasonable. It has therefore dismissed the 
complaint. The rate under attack was 22.5 cents. The com- 
plainant sought a rate of 18 cents. The first mentioned rate, 
the Commission said, yielded car-mile earnings of 42.8 cents 
and ton-mile earnings of 12.2 mills, for 368 miles. The rate of 
18 cents, it said, would yield 34.2 cents per car-mile and 9.78 
mills per ton-mile. The Commission added that the record 
showed the average value of complainant’s shipments was 
$14,608 per carload. 


REPARATION AWARDED 


A finding of unreasonableness and an award of reparation 
have been made in No. 14073, New Idea Spreader Company vs. 
Director-General, Cincinnati Northern, et al., mimeographed, as 
to rates and charges on manure spreaders, carloads, from Cold- 
water, O., to Arlington, Richard Center, Westfield, Prairie du 
Sac, Spring Green and Blue River. The report also covers a 
sub-number, Same vs. Director-General, Lake Erie & Western, 
et al. The shipments were made between March 17, 1919, and 
January 16, 1920, in the complaint, and March 1, and December 
27, 1919, in the sub-number. The defendants asserted the claims 
for reparation was barred, but the Commission under the author- 
ity of West Cache Sugar Co. vs. Director-General, 87 I. C. C. 368, 
found they were not barred. The Commission found the rates 
were unreasonable to the extent that they exceeded 39.5 cents 
and said the complainant was entitled to reparation to that basis. 


REPARATION ON FUEL OIL 


An order of reparation has been entered by the Commis- 
sion in a mimeographed report on No. 15032, Douglas county, 
state of Nebraska, vs. Santa Fe et al., on a finding that a ship- 
ment of one carload of fuel oil from Cushing, Okla., to Lawn 
Switch, Omaha, Nebr., was overcharged. Charges for the move- 
ment from Cushing to Omaha were collected at the applicable 
rate of 18 cents which was not attacked. Additional charges 
for the movement to Lawn Switch were collected at the rate 
of 4 cents. Complainant contended that a switching charge 
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of $6 a Car was applicable for the movement from Omaha to 
Lawn Switch and that this switching charge should have been 
absorbed by the Burlington. The Commission found that the 
switching charge of $6 was applicable, and that the Burlington 
tariff provided for its absorption, and that the shipment was 
overcharged 4 cents a hundred pounds. 


WOOL INCREASE JUSTIFIED 


The Commission, in a mimeographed report on I. and S. No. 
2160, Imported Wool Boston and New York to LaPorte and 
Mishawaka, Ind., has found justified the proposed increased 
rates on South American and Australian imported wool in the 
grease, in machine-compressed bales, from Boston and Lowell, 
Mass., New London, Conn., and New York to LaPorte and 
Mishawaka, Ind. The rate that is to be canceled was fixed by 
the Commission. The railroads asserted it was too low, giving 
an undue preference to the imported wool to the undue preju- 
dice of other kinds of imported wool and to domestic wool. The 
Commission agreed with them. 


PRIOR REPORT REVERSED 


In a report on reconsideration in No. 14299, Worth Steel 
Company vs. Director-General, mimeographed, the Commission 
has reversed the earlier report in 87 I. C. C., 29. The finding 
now is that the rates on steel plates, from Claymont, Del., to 
Lancaster, Steelton, York, Warren and Oil City, Pa., between 
November 2, 1918, and March 1, 1919, were unreasonable to the 
extent they exceeded the contemporaneous commodity rates 
applicable from Chester, Pa., to the destinations mentioned. It 


awarded reparation and directed the preparation of Rule V 
statements. : 


CASES DISMISSED 


The Commission has dismissed No. 14285, Pacific Adjust- 
ment Company vs. Director-General, No. 14286, Same vs. Same 
and No. 14287, Same mimeographed, on the ground that claims 
for reparation for disregard for the fourth section, could not be 
regarded as claims for overcharges. The Commission said it 
had consistently found that a joint rate in excess of the aggre- 
gate of intermediates was prima facie unreasonable but never 
that the charging of such a rate was an overcharge. The ship- 
ments were of a number of commodities. The claims were 
based on the theory advanced in Davis vs. Portland Seed Com- 
pany, 264 U. S. 403, decided adversely by the court. 


COAL CASE DISMISSED 


An order of dismissal has been made in No. 14710, Con- 
solidated Coal Company of St. Louis vs. Director-General, and 
Chicago, West Pullman & Southern, mimeographed, the Com- 
mission finding rates on coal, from Mount Olive and Staunton, 
Ill., to West Pullman, [ll., in 1919, not unreasonable or other- 
Wise unlawful. The complaint alleged the rates were unrea- 
sonable, unjustly discriminatory and unduly prejudicial. - The 
complaint was directed against an increase of $2.50 per car, the 
Commission said, the contention being that that increase, or- 
dered by the Director-General, made the rates unreasonable. 
Other rates were not increased at the same time. The Com- 
mission said that an increase in an admittedly low rate did not 
become unreasonable because other low rates to the same des- 
tination were not increased at the same time. 


WET WOOD PULP RATES 


The Commission dismissed No. 14945, Minnesota & Ontario 
Paper Company vs. Director-General, Baltimore & Ohio et al., 
mimeographed, finding the rates on wet wood pulp, from Inter- 
national Falls, Minn., to specified destinations in central terri- 
tory, between November 17, 1917, and January 23, 1919, were 
not unreasonable. * 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it 
not later than January 10 have been made in No. 14960, Free- 
hold Lumber Company vs. Chesapeake & Ohio et al., mimeo- 
graphed, as to rates on lumber from Flinn, Va., to destinations 
in Central, Trunk Line and New England territories. The Com- 
mission said the rates were not unreasonable. The Commis- 
sion found the rates unduly prejudicial to the complainant, and 
unduly preferential of its competitors at Marlinton and other 
points on the Greenbrier division of the Chesapeake & Ohio 
to the extent they exceeded, exceed or may exceed contempo- 
raneous rates from Marlinton and other points on the Green- 
brier division. 


FLOUR REPARATION AWARDED 
A finding of unreasonableness and an award of reparation 
have been made in No. 14503, Larabee Flour Mills Corporation 
vs. Director-General, as to charges on flour, shipped from 
Hutchinson, Kan., to Los Angeles, Calif.. in December, 1919. 
The complaint alleged the charges on flour, in sacks, were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
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The Commission held the charges were unreasonable to the 
extent they exceeded. those which would have accrued at the 
through rate of 71 cents from Kansas City to Los Angeles, less 
the rate on the wheat from Kansas City to Hutchinson, and 
awarded reparation to that basis. 


RAIL-BARGE LINE RATES 


The Commission, in No. 11893, U. S. War Department In- 
land Waterways Mississippi-Warrior Service vs. Abilene & 
Southern et al., on further hearing, prescribed a basis! of just, 
reasonable and equitable divisions of joint rail and barge-rail 
rates on sugar from points in Louisiana to northern destinations. 
It also found that the establishment of additional through routes 
and joint rail-barge-rail rates on sugar from points in Louisiana 
to destinations in Central territory, east of the Indiana-Illinois 
line, Kentucky, Tennessee, northern Arkansas, northern Kan- 
sas, Missouri, Nebraska and the Dakotas would be in the public 
interest. The basis of rates from the interior of Louisiana via 
New Orleans and Memphis to northern Arkansas and southern 
Missouri is to be a barge and rail rate 7.5 cents less first class 
rates, but in no instance less than 25 per cent to either. Barge 
or rail line rates to other destinations are to be on the basis 
of 9.5 cents less than the all rail. 


EXPORT RATES WERE APPLICABLE 


The Commission, in a report on No. 15201, Liggett & Meyers 
Tobacco Co. vs. Director-General, mimeographed, found unreason- 
able, domestic rates applied to two carload shipments of plug 
tobacco and on seven less than carload shipments of premium 
articles, such as notions, clock-watches, cutlery not plated, 
cameras, silver-plated ware, clocks and advertising paper fans, 
made in May and June, 1918, and awarded reparation to the 
basis of the export rates. The shipments moved from St. Louis 
to San Francisco on domestic bills of lading, consigned to the 
collector of customs at San Francisco, for export to Manila. The 
bills showed the traffic was intended for export and the tobacco 
was held in bond for that purpose. 

Application of the domestic rates was made because the 
shipments were not covered by export bills of lading, as required 
by the tariffs. Failure to obtain export bills, the complainant 
showed, was due to the closing of the Union Pacific and Southern 
Pacific offices at St. Louis and the inability of the complainant 
to obtain information from the agents of the Director-General as 
to where it could find the export bills required by the terms of 
the tariffs. At the hearing the Director-General witnesses tes- 
tified that such bills could have been procured at Chicago, New 
York, San Francisco or Washington. 

The complainant did everything required by the tariffs other 
than take out through export bills. The Commission said the 
shipments did not add to the congestion at the ports or impose 
any additional burden on the Director-General. It said the situa- 
tion was substantially the same as that in Anderson & Co. vs. 
Director-General, 61 I. C. C. 64, which the Commission made the 
controlling case in this one, in connection with the facts of 
record. 

Chairman Hall, who dissented in the Anderson case, con- 
curred. He said that in this case the Director-General, as a 
practical matter, had put it out of the power of the complainant 
to comply with the requirement of a through export bill of lading 
and that in that respect this case was stronger than the Ander- 
son case. 


NO DAMAGE SHOWN 


‘The Commission has dismissed No. 15502, Shanard Elevator 
Co. vs. Minneapolis Eastern et al., and two sub-numbers there- 
under, Equity Union Elevator Co. vs. Same and Farmers’ Ele- 
vator Co. vs. Same, mimeographed, on a finding that the fail- 
ure of the line-haul carriers to absorb switching charges at 
Minneapolis, of the Minneapolis Eastern and the Minneapolis 
Western, on grain, from five stations in South Dakota, in 1920 
and 1921, did not result in the payment by the complainants 
of unreasonable transportation charges. It said no damage 
had ben shown to have resulted from the unjust discrimina- 
tion and undue prejudice alleged to have existed, but which 
had been removed. 


CITRUS RATES TO MONTANA 


An order of dismissal has been entered in No. 14682, De- 
vine & Asselstine et al. vs. Atlantic Coast Line et al., mimeo- 
graphed, the Commission finding that the rate_on grapefruit, in 
straight carloads, or in mixed carloads, from Jacksonville, Fia., 
to Billings, Great Falls, Helena and other Montana points 
taking the same rates, are not unreasonable. The complain- 
ants asked for reparation on shipments made in 1921 to 1923, 
both inclusive, and reasonable rates for the future. They asked 
for the contemporaneous rate in straight carloads of oranges. 
The Commission said there was no basis for higher rates on 
grapefruit than on oranges, but that the fact was that the rate 
on grapefruit moved traffic to Montana, while that on oranges 
did not. The Commission pointed out the rate from New York 
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to Montana, on oranges, essentially an import rate, could not 
be accepted as a reasonable basis for a rate on oranges and 
grapefruit from Florida. The orange rate from Florida to 
Montana is one prescribed by the Commission, but, as the Com- 


mission said, it did not move traffic, while the one on grape- 
fruit and oranges did. 


CONCRETE SEWER PIPE 


The Commission, in a mimeographed report on No. 14763, 
Shearman Concrete Pipe Company vs. Southern Railway et al., 
found rates on concrete sewer pipe, carloads, from Knoxville, 
Tenn., to South Carolina points not unreasonable, unjustly dis- 
criminatory or unduly prejudicial except the rate on two car- 
loads to Oakley, S. C. It found a rate of 31.5 cents to Oakley 
unreasonable to the extent it exceeded the contemporaneous 
rate of 27.5 cents from Chattanooga and Birmingham to Oak- 
ley and awarded reparation to that basis. The 27.5 cent rate 
was made applicable from Knoxville after the shipments moved. 


STONEWARE ADJUSTMENT 


The Commission has dismissed No. 14832, Western Stone- 
ware Company et al. vs. Chicago, Burlington & Quincy et al., 
finding that the readjustment proposed by the carriers would 
result in rates on stoneware, carloads, from Monmouth, Ma- 
comb and Whitehall, Ill., to destinations in eastern Montana 
which would be reasonable and not unduly prejudicial or un- 
duly preferential. The hearing in this case was had prior to 
the Commission’s decision in Earthenware or Stoneware from 
Red Wing, 81 I. C. C., 64, in which reductions were ordered. 
In view of the decision in that case, the carriers expressed a 
willingness to remove the “hump” in the difference in rates be- 
tween Red Wing and the Illinois points by reductions from the 
latter which would result in a maximum difference in eastern 
Montana of 9 cents. 


TREE RATING REASONABLE 


An order of dismissal has been entered in No. 14983, Amer- 
ican Association of Nurserymen vs. American Railway Express 
Company, mimeographed, the Commission finding the first class 
express rating and rates on trees, not otherwise specified, and 
shrubs and branches thereof, not unreasonable or unduly pre- 
judicial. 

First class was made effective January 1, 1921, in place of 
second. The express company construed the Commission’s re- 
ports in Express Rates, Etc., 24 I. C. C. 380 and 28 I. C. C. 131, 
as authorizing the increase. The nurserymen intimated, in this 
case, the Commission said, that their‘case was not thoroughly 
presented in the classification case. They proposed ratings ac- 
cording to the weight of the packages, beginning with packages 
of 500 pounds or less at second class and grading up to pack- 
ages weighing from 800 to 1,200 pounds at one and a half times 
first class. The express company pointed out that nursery traf- 
fic was subject to elaborate and complicated quarantine regu- 
lations, compliance with which required of it time and expense 


other than the care and attention given to other kinds of 
traffic. 


BRICK AND CLAY PRODUCTS RATES 


In I. and S. No. 284, brick and clay products between West- 
ern Trunk Line points (mimeographed), the Commission found 
not unlawful proposed reduced rates on articles in the general 
brick list from Mason City, Iowa, and nearby points to Minne- 
sota, Wisconsin, and Nebraska. 


RATE ON TANK OR FURNACE BLOCKS 


An order of reparation and prescription of a reasonable 
rate for the future have been made by the Commission in a 
mimeographed report in No. 15669, Chattanooga Bottle & Glass 
Manufacturing company vs. Southern et al. It found that the 
applicable class A rate of 50 cents charged on one carload of 
tank or furnace blocks, shipped June 24, 1922, from Tallapoosa, 
Ga., to Alton Park, Tenn., was, is and for the future will be 
unreasonable to the extent that it exceeded, exceeds or may 
exceed the contemporaneously applicable rate on fire brick from 
Tallapoosa, Ga., to Chattanooga and Alton Park, Tenn. The 
contemporaneous fire brick rate was 20 cents. Tank or furnace 
blocks are fire brick of large size and are used for the same 
purposes as fire brick, the report said. 


RATES ON USED KNAPSACKS, ETC. 


An order of dismissal has been entered by the Commission 
in a mimeographed report on No. 15243, Sub. No. 1, Levene’s 
Sons vs. Delaware, Lackawanna & Western, on findings that 
shipments of used knapsacks from New York, N. Y., to Bing- 
hamton, N. Y., over an interstate route in March, 1923, were 
undercharged, and that the rate on old rags from New York to 
Binghamton over an interstate route, since March, 1923, was 
not unreasonable or in violation of the fourth section. The 
shipments involved were billed as old rags and charges were 
collected at the applicable sixth-class rate of 25 cents. The 
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Commission said in reality the shipments consisted of useq 
army knapsacks and that a first-class rate of 66.5 cents was 
applicable. 


FUEL WOOD COMPLAINT DISMISSED 


An order of dismissal has been entered by the Commission 
in a mimeographed report in No. 14172, Hawkeye Fuel Company 
et al. vs. Spokane & Eastern Railway & Power Company et al, 
on a finding that a rate of $1.565 charged on fuel wood from 


Idaho points to Spokane, Wash., in 1920 and 1921, was not un. 
reasonable. 


RATES ON SAND AND GRAVEL 


In a mimeographed report in No. 15014, Campbell Construc. 
tion Company vs. La Crosse & Southeastern et al., embracing 
also one sub-number, Same vs. Same, the Commission has av- 
thorized waiver of undercharges in part and has dismissed the 
complaints on a finding that rates charged on sand and gravel 
from Winona, Minn., to Viroqua, Wis., were not and are not 
unreasonable, but that the applicable rates were unreasonable 
to the extent that they exceeded the present combinations of 
8.5 cents and 8.6 cents over the routes of the Milwaukee and 
the Burlington, respectively, in connection with the La Crosse 
& Southeastern. Charges were collected on the basis of com- 
binations on Winona, 6.6 cents and 6.7 cents On the shipments 
moving over the Milwaukee and Burlington, respectively. The 
Commission said the defendants might waive collection of the 
outstanding undercharges in the amount of the difference be- 
tween the charges collected and those which would have ac- 
crued at the rates found reasonable. The applicable rate in 
connection with both the Burlington and Milwaukee was the 
joint class E rate of 12 cents. 


ASSESSED RATES INAPPLICABLE 


A finding of inapplicability and an award of reparation 
have been made in No. 15149, New England Drawn Steel Com- 
pany vs. Director-General, Baltimore & Ohio, et al., mimeo- 
graphed, as to rates on steel rods, in coils, in carloads, from 
Pittsburgh and Johnstown, Pa., from Buffalo and from points 
taking the same rates, to Mansfield, Mass. The case was 
founded upon the Commission’s decision in Lancaster Steel 
Products Corporation vs. Direetor-General, 73 I. C. C., 567. In 
that case the Commission found fifth class on wire rods from 
the Canton and Youngstown, O., districts and from Johnstown, 
Pa., to Lancaster, inapplicable and unreasonable. 

The question in this case, the Commission said, was whether 
the shipments received by the complainant consisted of bars, in 
coils, or rods, in coils. Clearly, it said the material was steel. 
It added that bars, as well as rods, might be straight, crooked, 
bent, curved, deformed, and, presumably, coiled. Steel bars, it 
said, were rated substantially as fifth class, 36,000 pounds, while 
rates on “unfinished rods,” in carloads, approximated sixth 
class, minimum 56,000 pounds. 

It was held that the shipments received by the complain- 
ant were unfinished in the sense that they were used in making 
wire, and conformed to the tariff descriptions entitling them to 


the rates on rods (iron or steel) in coils, which rates were found 
applicable. 


REPARATION ON BOILERS, ETC. 

In a mimeographed report in No. 14806, Walsh & Weidner 
Boiler Company vs. Director-General, as agent, the Commission 
has entered an award of reparation because of an unreasonable 
rate charged December 15, 1919, for the transportation of one 
carload of boilers and fixtures from Chattanooga, Tenn., to Bel- 
haven, N. C. The applicable sixth-class rate of 70 cents was 
charged. The Commission found it unreasonable to the extent 
that it exceeded 50.5 cents. 


OVERCHARGE ON PIPE FITTINGS 


On a finding that the fourth-class rate of 59 cents charged 
on a less-carload shipment of iron pipe fittings from Barberton, 
Ohio, to Duluth, Minn., destined to Virginia, Minn., was inap- 
plicable and that a 33-cent commodity rate was applicable from 
Barberton to Duluth, the Commission, in a mimeographed re- 
port in No. 15798, Murray-Egan-McLeod Company vs. Pennsyl- 
vania et al., has entered an order of reparation. 


REPARATION ON LUMBER SHIPMENTS 

An order of reparation has been entered by the Commis- 
sion in a mimeographed report in No. 15431, Standard Lumber 
Company vs. Director-General, as agent, Southern et al., on a 
finding that the transportation, demurrage and penalty charges 
assessed on a carload of lumber shipped from Demopolis, Ala., 
to Louisville, Ky., and reconsigned to Bluefield, W. Va., were 
in excess of the charges authorized by defendants’ tariffs. 


RATES ON NEWSPRINT PAPER 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 14874, News-Capital Company 
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ys. Missouri, Kansas & Texas Railway Company et al. on a 
finding that rates on newsprint paper, in rolls and bundles, 
from Port Edwards and Ladysmith, Wis., International Falls, 
Minn., and Alexandria, Ind., to McAlester, Okla., were unreason- 
able. The Commission found that the applicable rates of 56.5, 
76.5, 89 and 78.5 cents from Port Edwards, Ladysmith, Alexandria 
and International Falls, respectively, were unreasonable to the 
extent that they exceeded 46 cents from Port Edwards, 64 cents 
from Ladysmith, 65 cents from International Falls and 72 cents 
from Alexandria. Rates for the future from and to the points 
named were established as the result of Minnesota Ontario 
Paper Co. vs. N. P. Ry. Co., 66 I. C. C. 571, so that only the 
question of reparation was considered. 


LUMBER SHIPMENT OVERCHARGED 


An order of reparation has been entered by the Commis- 
sion in No. 15773, Leake & Goodlett vs. St. Louis-San Francisco, 
mimeographed, on a finding that one carload of yellow pine 
lumber from Tupelo, Miss., to Memphis, Tenn., was overcharged. 
The report said the car was not weighed by defendant and 
charges were assessed at the applicable rate of 7.5 cents per 
100 pounds, which was not questioned, and an estimated weight 
of 80,000 pounds. Complainant contended for an estimated 
weight of 62,091 pounds, based on 3,250 pounds per 1,000 feet 
of seasoned lumber. The Commission held the charges col- 
lected were inapplicable to the extent they exceeded those 
which would have accrued at 7.5 cents and a weight of 62,091 
pounds. 


REPARATION ON POTATOES 


An order of reparation has been entered by the Commis- 
sion in No. 15653, Charles McClintick, trading as McClintick 
& Company, vs. Pere Marquette, mimeographed, on a finding 
that a carload of potatoes shipped from Sears, Mich., to Norton, 
Va., was misrouted. A rate of $1 was charged. The complaint 
was that it exceeded 75.5 cents, the applicable rate over the 
route specified in the bill of lading. There was a dispute as to 
routing instructions and the Commission said the specifications 
on the bill of lading must control. 


RATES ON SOFT COAL 


In a mimeographed report in No. 14779, Great Western 
Paper Company vs. Chicago & Eastern Illinois et al., the Com- 
mission has dismissed the complaint on a finding that rates on 
bituminous coal from points in Illinois and western Kentucky 
to Ladysmith, Wis., are not unreasonable or unduly prejudicial. 
The report said that complainant, to support its allegations 
of unreasonableness, relied chiefly on comparisons of the rates 
assailed with rates on like traffic from the same points of 
origin to the Twin Cities and Eau Claire, Wis. Dissenting in 
part, Commissioner Campbell, while agreeing that the rates 
assailed, were not unreasonable, said he thought they were 
unduly prejudicial as compared with the rates to Bau Claire, 
where -complainant’s principal competitor was located. 


RELEASED RATES PRINCIPLES 


A discussion of the principles which should govern in the 
making of released rates is contained in the Commission’s 
mimeographed report on No. 14830, released rates on stone in 
the southeast. The Commission, in that report denied applica- 
tions for authority, under paragraph (11) of section 20 of the 
interstate commerce act, to establish released rates on marble, 
granite and other stone, from, to, and within the southeast. 
The applications were filed by the Louisville & Nashville and 
other carriers. 

The Commission said that from 1880 to 1912, except in a 
few months in 1909 and 1910, ratings in Southern Classification 
territory, on marble, granite and other kinds of stone, were 
subject to limited carrier liability, the maximum declared or 
agreed value being generally 20 cents for rough stone and 40 
cents for finished stone, per cubic foot. Commodity rates, gen- 
erally, were likewise limited. 

This case, representing the efforts of carriers to restore the 
old conditions as nearly as possible and yet bring them within 
the rule of the second Cummins amendment, has been pending 
Since 1921 when the applications for twentieth section relief 
were filed. Primarily the carriers were moved to apply for re- 
leased rates on acount of comparatively heavy loss and damage 
Claims. In disposing of the applications the Commission said: 


The fact that claims for loss and damage are frequent in the 
transportation of a given commodity is not in itself a valid reason 
for the establishment of released rates. If the commodity is fairly 
uniform in value, so that the carrier knows with a reasonable de- 
gree of certainty the liability it assumes when it accepts a shipment 
for transportation, it may and should establish reasonable tariff 
regulations relative to packing and loading, with a view to mini- 
mizing such claims, and, having done so, should then publish a 
single rate based on the known transportation characteristics of 
the commodity. Nor is the fact that an article has a wide range 
of value alone sufficient to warrant the establishment of released 
rates because claims for loss and damage on that article may be 
negligible in any event. But where those conditions concur, where 
the susceptibility to loss or damage is comparatively high and the 


THE TRAFFIC WORLD 945 


wide range in the value of the commodity makes the amount of 
any claim that may arise difficult to estimate, the carrier is at a 
disadvantage unless it is permitted to base its liability and its 
charges on a declaration of value obtained in advance from the 
shipper. In such a case a basic rate should be established con- 
ditioned upon the declaration by the shipper of a fair average value 
of the commoner forms of the commodity, together with one or 
more higher rates to apply when a greater value is declared, such 
higher rates to be no more than reasonably commensurate with 
the additional risk assumed by the carrier. 

The value of the commodity transported is an element in rate 
making aside from the risk of loss or damage, because it serves 
to measure the value of the service rendered the shipper. But where 
rates based on declared or agreed value have been authorized by us, 
the statute accords shippers the right to understate that value for 
the purpose of securing the lower rate, and it is clear that if the 
excess of the unreleased over the released rates is more than the 
cost of insurance, shippers will ordinarily release the carrier and 
obtain transit insurance elsewhere. But frequently transit insurance 
can not be obtained. When it is not available, those shippers who 
are financially able to do so will assume the risk of loss them- 
selves. The small shipper is less apt to be able to risk the loss 
of his less frequent shipments, and will thus in greater measure feel 
compelled to resort to the higher unreleased rates for adequate pro- 
tection. The alternative rates which would result from the carriers’ 
proposals will thus not work with equal justice to all. 

_The range of value of rough-quarried, sawed, sand-rubbed and 
polished granite or marble is not so great that the carriers can 
not estimate with a reasonable degree of accuracy what their lia- 
bility will be in the event of loss or damage in transit. There is, 
therefore, no_ necessity for the establishment of released rates on 
those commodities. It is only where the marble or granite has been 
carved that the variation in value becomes extreme, and it is only 
then that claims for loss or damage are at all substantial in pro- 
portion to the freight charges collected. Released rates on carved 
granite and marble may be proper or even desirable, but this record 
is not sufficiently definite in regard to them to enable us to prescribe 
a reasonable basic value, nor the relationship which should exist be- 
tween the released and unreleased rates.. The proposal of the car- 
riers is to condition the application of their commodity rates on 
dressed, polisheed, or carved granite and marble upon an agreement 
by the shipper to accept from 40 cents to $1 per cubic foot in satis- 
faction of claims for loss or damage. These figures represent from 
3 to 23 per cent of the average value. In the event that the shipper 
does not wish thus to relieve the carrier from_ liability he will be 
given the alternative of paying the class rates. These class rates, ac- 
cording to an exhibit introduced, are from 18 to 240 per cent higher, 
although the difference between full liability and total exemption 
from liability for claims, if translated into a difference in the rate, 


would very probably be less than 5 per cent. We cannot approve this 
proposal. 


TEXAS-NEW MEXICO HAY MINIMA 


New minimum weights on alfalfa hay for application from 
points in New Mexico into Texas, and within Texas, have been 
found in No. 14708, State Corporation Commission of New Mex- 
ico vs. Atchison, Topeka & Santa Fe et al., mimeographed. The 
report was written by Commissioner Aitchison. No order was 
issued. The record was held open, however, for further action, 
if any became necessary. 2 

The complainant alleged the minimum weights from points 
of origin in New Mexico, particularly from places in the Pecos 
and Mesilla valleys, to Texas destinations were unreasonable 
and unduly prejudicial to shippers in New Mexico as compared 
with minima applicable on the like commodity, between points 
in Texas. It also alleged, the result was unjust discrimination 
against interstate commerce, the offenses being in violation of 
the first, third and thirteenth sections. The Texas commission, 
Mr. Aitchison said, was represented at the hearing but submit- 
ted no evidence. Texas organizations and Texas dealers inter- 
vened in support of the Texas minima. 

East Texas and Louisiana constitute the principal market 
for which New Mexico and Texas shippers contend. Texas 
minima range from 14,000 to 17,000 pounds. Pecos valley min- 
ima range from 17,500 to 30,000 pounds and from Mesilla valley 
from 20,000 to 30,000 pounds. The carriers defended them. 

The federal commission held a conference on the subject 
with the state commissions, as authorized by law. The state 
commissions recommended minima ranging from 15,000 for cars 
34 feet or shorter to 28,000 for cars 42 feet 6 inches long and 
longer. They also recommended a note providing for actual 
weights in cases of cars of less than specified heights and 
widths. The Commission said the recommendations could not 
be accepted: The findings are as follows: 


We find that for the future the minimum weights per car on 
alfalfa hay from points in New Mexico located on the Santa Fe, 
between the Texas-New Mexico state line and Rincon, N. M., and 
between Corral and Elida, N. M., to points in Texas on lines of 
defendants will be unreasonable to the extent that they exceed the 
following minimum weights per car, which minimum weights we find 
will be just and reasonable maximum minimum weights per car: 


Min. wt. 

per car 

Inside car measurement (length) Pounds 
TE nnd onesie cebatgidawiase neds con esa eaiip.<ole tagobe 16,500 
36 feet to 36 feet 6 inches, inclusive...........-...seceereeeees 20,000 
Over 36 feet 6 Inches to 40 feet... nccccccercccsscccvcccsoesos 22,000 
££ 0DhlUBC US 8 ae 24,000 
Over 4 fOGt .cccccccescce ee PA wad ene se Rene het ewneh PbS eK e 30.000 


The present minima, applicable intrastate in Texas, are lower than 
the reasonable minima prescribed for application on interstate traffic 
from New Mexico points to Texas destinations and such disparities are 
not justified by differences in circumstances and conditions pertain- 
ing to the two classes of traffic. , 

We further find that the maintenance by defendants of lower 
minimum weights per car in connection with the transportation of 
alfalfa hay between points in Texas than from points in New Mexico 
located on the Santa Fe between the Texas-New Mexico state line 
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and Rincon, N M., and between Corral and Elida, N. M., to points 
in Texas result in undue prejudice to New Mexico shippers of alfalfa 
hay, to the undue preference and advantage of Texas shippers of 

e€ same commodity, and in unjust discrimination against interstate 
commerce. This undue prejudice and preference and unjust dis- 
crimination should be removed by the publication of the same minima 
intrastate in Texas as is prescribed for interstate application between 
the New Mexico points named and destinations in Texas. 


DEMURRAGE ON PRIVATE CARS 


The Commission has dismissed the complaint in No. 15162, 
International Agricultural Corporation vs. Atlanta & West Point 
et al., mimeographed, on a finding that assessment of demurrage 
charges on six private cars under lease while the cars were on 


. he tracks of the lessee was not unreasonable or otherwise 


unlawful. 

Complainant, operating a fertilizer plant at East Point, Ga., 
alleged that the definition of “private car” as published in Fair- 
banks’ I. C. C. No. 8, effective May 7, 1920, was unjust, unrea- 
sonable and unduly prejudicial. It asked for an order requiring 
amendment of the tariff and cancellation of demurrage charges 
on six cars which defendants were seeking to collect. The 
Southern Agricultural Tank Lines intervened in support of the 
complaint. 


The cars in question were detained at complainant’s East 
Point plant between various dates in July and August, 1920. 


The tariff provision, referred to as the “rule,” under attack, 
follows: 


Private car—A car having other than railroad ownership. A 
lease of a car is equivalent to ownership. Private cars must have 
the full name of the owner or lessee painted or stenciled thereon 
or must be boarded with full name of owner or lessee. If name of 
lessee is painted, stenciled or boarded on the car, then the car is 
exempt from demurrage for the lessee only. If the name of the lessee 
is not painted, stenciled or boarded on the car, then the car is ex- 
empt from demurrage for the owner only. 


The report said there was no dispute as to most of the facts. 
The cars were under bona fide lease to the complainant and were 
detained on a track owned by it, but the cars did not bear any 
evidence that they were under lease to the complainant. The 
measure of the demurrage charge was not attacked. Continu- 
ing, the Commission said: 


The matter of the rates, rules, regulations and practices in con- 
nection with the use of private cars, was given exhaustive consid- 
eration in In the Matter of Private Cars, 50 I. C. C. 652. In dealing 
with the question of demurrage, we said, at page 705: 

“Under the existing tariffs of carriers, private cars are made the 
subject of demurrage when standing on the private tracks of owners. 
It is agreed by both carriers and owners that tariffs should be so 
worded as to exempt a private car from demurrage under such 
circumstances. It was stated that provision would have been made 
some time ago for such exemption except for the difficulty of de- 
termining who was the owner of a car. It was agreed that a shipper. 
who leases a car for a term is to be considered the owner during such 
term, and that a stencil mark on the car as defined in the tariff 
should be conclusive as to ownership for purposes of exemption from 
demurrage.” 


On page 710 we found: 


“That tariffs of carriers be so changed that private cars standing 
7 the private tracks of owners shall not be subject to demurrage 
charges.” 

The rule here under attack was first incorporated in the tariffs 
following that decision. The complainant contends that our finding 
was not properly carried into effect by the stringent and inflexible 
terms of the rule because, while the cars here under consideration 
were in fact private cars standing on the private track of the owner, 
which we said should not be subject to demurrage, they were never- 
theless made subject to demurrage because of failure to comply 


with the provisions of the rule with respect to notice of ownership 
on the car itself. 


Summing up its conclusions, the Commission said: 


The record in this case shows that there are upwards of 300,000 
private cars in operation throughout the country; that such cars 
are leased under various conditions for terms as short as a single 
trip; and that the task of formulating a rule which would give effect 
to our finding and at the same time have due regard for the interests 
of the carriers and the shippers, was attended by considerable diffi- 
culty. It further shows that the rule adopted was the result of mature 
deliberation, and has worked out in practice in a generally satisfac- 
tory manner; and no better substitute has as yet been brought to 
our attention. We therefore find that the rule was not unreasonable 
or otherwise unlawful. 

There remains for consideration the question whether an excep- 
tion should be made in this particular case. The complainant had 
ample notice and actual knowledge of the existence of the rule. It 
could have complied with the terms thereof so as to have avoided 
demurrage by making the proper notations on the cars at any time 
up to the date that demurrage began to accrue, Instead, it chose 
to rely upon letter written about two years prior to the period 
of detention, which admittedly did not comply with the rule. 

We find no extenuating circumstances which would justify making 
an exception to the rule in this case; on the contrary, we are of 
opinion that to make an exception upon such a state of facts would 
go far towards nullifying the effectiveness of the rule. 

e find that the charges assailed were not unreasonable or 
otherwise unlawful, and an order will be entered dismissing the com- 


plaint. 
MUST MAKE PIER DELIVERY 


The Commission, in No. 15478, Somerville Iron Works vs. 
Central Railroad Company of New Jersey, mimeographed, found 
the rules and regulations of the defendant, restricting delivery 
of cast iron soil pipe, in carloads, at piers Nos. 10, 11, 39, 46 
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and 81, North River, Manhattan Island, New York, an unreagon- 
able practice within the meaning of the first section. The or- 
der requires the defendant to cease and desist from the prac. 
tice not later than December 5. 

Reservation of the piers for merchandise freight was de. 
sired, hence the restrictions upon carloads of soil pipe. The 
Central claimed it cost more to unload soil pipe and that the 
handling of soil pipe interfered with the company’s float sery- 
ice. It contended that the consignees of soil pipe from Som- 
erville could obtain that commodity more cheaply by taking 
delivery at Jersey City and trucking to New York. The com- 
plainant challenged the accuracy of the figures produced to 
show that allegation to be accurate. The Commission said that 
regardless of whether they were correct or not, there was no 
doubt consignees of soil pipe would be placed to great incon. 
venience by being required to truck pipe from Jersey City. 

Since the hearing, the Commission said, some of the restric. 
tions had been removed and new restrictions had been placed 
upon carload shipments of other iron and steel articles. In dis- 
posing of the case the Commission said: 


Th congestion existing at piers on Manhattan Island has been 
referred to by us in various cases and reasonable rules and regula- 
tions designed to relieve that congestion and to facilitate the han- 
dling of the increasing tonnage of merchandise freight at the piers 
will not be condemned. Iron pipe, due chiefly to the amount of time 
required to unload it, may be undesirable traffic at pier stations, but 
defendant does not similarly restrict other traffic which is bulky and 
difficult to handle, such as some iron and steel articles, structural 
iron and steel, bath tubs, etc. There is nothing of record to indi- 
cate that these articles should be accorded more favorable rules re- 
specting delivery than cast iron soil pipe. 


MOBILE COMBINATION APPLICABLE 


The Commission, in a mimeographed report on No. 15557, 
Schloss & Kahn Grocery Company vs. St. Louis-San Francisco 
et al., under the shortened procedure, found a rate of 77 cents 
assessed on a carload of sorghum seed shipped from Kansas 
City to Montgomery, in January, 1922, inapplicable and that 
the applicable rate was the Mobile combination of 61 cenis. It 
awarded reparation to that basis. The complainant contended 
the Mobile combination was applicable and also that it was 
unreasonable in comparison with the combination of 46 cents 
on corn from Kansas City to Montgomery. 

No routing instructions were given by the shipper other 
than “C. of G. at Birmingham, Ala.” The shipment moved via 
the Frisco to Birmingham and thence to Montgomery over the 
Central of Georgia. Memphis combination was applied. A 29.5- 
cent factor applied via the Frisco to Birmingham and thence 
over the Southern to Mobile. A 31.5-cent factor applied from 
Mobile to Birmingham and thence over the Central of Georgia 
to Montgomery. 

The Commission said the Frisco was a party to the Mobile 
rate as far as Birmingham; the Central of Georgia a party to 
the Mobile-Montgomery rate from Birmingham to Montgomery. 
The complainant contended that the Mobile combination should 
have been applied under rule 5(b) of Tariff Circular 18-A, which 
provides for the application of the lowest combination under 
conditions which give interior southeastern and Mississippi Val- 
ley points the benefit of combinations on Gulf ports, even when 
the traffic is not hauled to the ports and then back. The Com- 
mission said the Mobile combination would have applied had 
the shipment actually moved to Mobile, then back to Birming- 
ham and then south to Montgomery. : 





ABANDONMENT APPLICATION 


The Great Northern has applied to the Commission for 
authority to abandon that part of its line from Olcott to Fer- 
moy, Minn., a distance of 20.5 miles. The applicant said the 
railroad was constructed for the purpose of moving iron ore 
mined on its line between Olcott and Virginia, Minn., to the 
ore docks at Allouez, Wis., but that the quantity of ore s0 
handled had greatly decreased in volume and that the line of 
railroad was no longer necessary to transport the ore. It said 
the ore shipments would be handled via other lines. 


MODIFIED PROCEDURE DOCKET 

The Commission has announced that No. 15965, Northeast 
Mississippi Traffic Bureau vs. Illinois Central et al., has been 
withdrawn from the modified procedure docket. It will be 
assigned in regular course, on the formal docket. 

Suggestion has been made that No. 16314, Northern Potato 
Traffic Association vs. Baltimore & Ohio et al., be placed upon 
the modified procedure docket. The suggestion has been made 
to the attorneys in the case, twenty-two in number. 


PETITIONS FOR REHEARING, ETC. 

The defendants in No. 14996, Borden’s Farm Products Com- 
pany vs. N. Y. N. H. & H. R. R. et al., have asked the Commis- 
sion to grant reargument therein. 

The Director-General has asked the Commission for recon- 
sideration of No. 15346, Walsh Tie and Lumber Company et al. 
vs. Director-General et al., upon the record as made. 
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DRESSED TURKEY RATES 


Examiner Charles R. Seal has advised the Commission to 
dismiss No. 15668, Omaha Cold Storage Co. et al. vs. Chicago 
& North Western et al., on a finding that the rates on two 
carloads of dressed turkeys, from Lander and Wheatland, Wyo., 
to Omaha, shipped in November, 1922, were not unreasonable 
as alleged. Reparation was sought. 

The turkeys were shipped loose, in straw. Dressed poultry, 
including turkeys, the report says, are rated third class when 
in barrels with cloth tops, or boxes. The classification rule 
provides either for the rejection of shipments not in contain- 
ers specified or for the imposition of rates three classes higher 
than the rating provided for specified container shipments. 
Therefore, 1% times first class, or $3.75 from Lander and 
$3.04 from Wheatland, were imposed. The complainant con- 
tended that rates of $2.10 and $1.65, respectively, should have 
been applied. They were the third class rates. 

Failure to put the bird carcasses into containers, the ex- 
aminer indicated, was due to inability to obtain barrels or 
boxes. Prompt shipment was necessary, hence shipment in 
straw. 

The examiner said that since the reasonableness of the 
tule, the latter “of country-wide application, was not assailed, 
the rates applied in connection therewith, could not be con- 
demned. He said that if shippers felt the penalties for dis- 
regard of the rule were excessive, they might test the reason- 
ableness of the rule in an appropriate proceeding. 


ADVISES AGAINST MODIFICATION 


Attorney-Examiner John McChord, on further hearing on the 
petition of the Jackson Traffic Bureau for a modification of 
fourth section order No. 8891, based on application No. 12278, as 
to Jackson, Miss., has recommended that the Commission find 
that no modification should be made and that the order, as 
entered, remain in full force in effect. The original report 
was made in 81 I. C. C. 345. It authorized the carriers to estab- 
lish rates on paper and paper articles described in item 592 
of Tariff No. 80-B, I. C. C. A-1292, from points of origin in Wis- 
consin, Michigan and Canada to New Orleans, without observ- 
ing the fourth section at the intermediate points of destination. 
The petitioning traffic bureau, McChord said, contended that the 
authorization of less rates to New Orleans than to Jackson sub- 
jected shippers at Jackson to undue preference and disadvantage 
in favor of shippers at New Orleans. Its evidence was directed 
in the main, he said, to show that the slightly lower rates on 
paper from Wisconsin to New Orleans than to Jackson would 
place the Jackson jobbers at a disadvantage with New Or- 
leans jobbers. McChord said New Orleans evidently had an 
advantage of location over Jackson in the the distribution of 
foreign paper through that port, especially when shipped in 
less than carloads to points south of Jackson. Jobbers at Jack- 
son, he said, could not ship the imported paper from New Or- 
leans to Jackson in carloads and ship it back to points south 
of Jackson on local rates, at the same aggregate rate as the 
jobber at New Orleans could ship at the less than carload rate 
to the same point under one movement. 


RATE ON OIL WELL SUPPLIES 


Dismissal of the complaint in No. 15789, National Supply 
Company vs. New York Central et al., has been proposed by 
Examiner John H. Howell on a finding that the applicable 
Tate of $3.035 on a carload of oil well supplies, shipped June 
9, 1922, from Toledo, O., to Bakersfield, Calif. was not un- 
reasonable to unjustly dircriminatory. The case was pre- 
sented under the shortened procedure. 


REPARATION ON TOMATOES 

Examiner P. F. Gault has recommended an award of 
reparation in No. 15707, Sugar Brothers Company, Ltd, vs. 
Pennsylvania et al., on a finding that an applicable com- 
bination rate of 99 cents on two carloads of canned tomatoes 
from Berlin and Conowingo, Md., to Monroe, La., was unreason- 
able to the extent that it exceeded 68.5 cents. The prayer was 
for a waiver of collection of undercharges, charges on the ship- 
ments having been collected on the basis of a joint commodity 
Tate of 68.5 cents which did not apply over the route of move- 
ment, but did apply over other available routes. The examiner 
Said waiver of the undercharges should be authorized. 


ACTUAL DISTANCE GOVERNED 


In a report on No. 14840, Cosden Oil & Gas Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., Examiner Alfred S. Knowl- 
ton said the Commission should say the use of other than 
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actual distance in applying distance rates on shipments of 
wrought iron pipe and other iron and steel articles and oil 
well supplies between points in Oklahoma and points in Kan- 
sas, resulted in overcharges. He said the Commission should 
direct the refund of overcharges. 

Other shippers who had been subjected to the payment 
of rates not calculated on the actual distance traversed by 
their shipments were allowed to intervene, with a view to 
obtaining reparation. A shipment of pipe from Covington, 
Okla., to Virgil, Kan., was taken as typical. Covington is not 
named in the tariff, but it is intermediate between Enid and 
Virgil. Its distance to Virgil is 204.9 miles, while the distance 
from Enid to Virgil is 223.1 miles. The complainant contended 
that the actual distance was to be used and the defendants 
claimed that the distance from Enid to Virgil established the 
rate to be applied. They said that that was the intention in 
framing the tariff. Knowlton said that while that might have 
been the intention, the tariffs had to be construed as giving 
the shipper the right to calculate the rate on the actual distance. 


DEMURRAGE INAPPLICABLE 


Examiner Thomas E. Pyne, in a report on No. 15499, Stand- 
ard Lumber Co. vs. Louisville & Nashville et al., said the Com- 
mission should find the demurrage charges collected on a load 
of lumber shipped from Falco, Ala., to Detroit, in May, 1923, 
were inapplicable and should be refunded. 

The question was as to whether there was a written agree- 
ment between the complainant and the carrier to give wire notice 
to the complainant upon arrival of cars of lumber at Nash- 
ville. The carrier denied there was such an agreement on 
that point, putting aside the ordinary rule pertaining to notices 
of arrival, as was claimed by the complainant. 

Examiner Pyne recounted the facts in correspondence on 
the subject and said the Commission should find there was 
an agreement whereby the complainant was to be notified by 
wire; that no such notice was given and that therefore the 
demurrage was inapplicable. The charge collected was $23. 


TIRE COMPLAINT DISMISSED 


Attorney-Examiner F. C. Hillyer has recommended the dis- 
missal of No. 15710, Spreckels-Savage Tire Company vs. Atchi- 
son, Topeka & Santa Fe et al., on a finding that rates on rub- 
ber tires, in carloads, from San Diego, Calif., to destinations 
in transcontinental groups A to M, are not unreasonable, un- 
justly discriminatory or unduly prejudicial. The shipments 
in question, ten in number, moved between April 20, 1923, and 
April 18, 1924, on the applicable joint third class rate governed 
by Western Classification, minimum 20,000 pounds. The com- 
plainant asked, the examiner said, that eastbound commodity 
rates, subject to a lower minimum of 16,000 pounds, be can- 
celed and that commodity rates be established eastbound no 
higher than the present commodity rates westbound, subject 
to the same minimum of 20,000 pounds. 


REPARATION ON NEWSPRINT 

Advising the Commission to follow its findings in the Min- 
nesota & Ontario Paper Company case, 87 I. C. C. 539, Exam- 
iner F. L. Sharp, in No. 15472, Oklahoma Publishing Company 
et al. vs. Atchison, Topeka & Santa Fe et al., and No. 15473, 
Oklahoma Leader vs. A. T. & S. F. et al., said it should find 
unreasonable rates on newsprint paper and specified paper 
articles from points in Wisconsin, Michigan, Minnesota and 
Missouri to Oklahoma City and Guthrie, Okla., and award rep- 
artion. He said the Commission should find the rates unrea- 
sonable to the extent they exceeded the following: 82 cents 
on napkins from Stevens Point and Green Bay; 68 cents on 
boxes from Minnesota Transfer, minimum 40,000; 40 cents on 
newsprint from Kansas City; 59.5 cents on tablets from St. 
Joseph, minimum 36,000; 46 cents on newsprint from Merrill 
prior to August 26, 1920, and 62 cents thereafter, minimum 
40,000; and 64 cents on newsprint from Groos, minimum ‘40,000. 


RATES UNDULY PREJUDICIAL 

Examiner Paul O. Carter, in No. 15345, Tidewater Portland 
Cement Company et al. vs. Cumberland & Pennsylvania et al., 
said the Commission should find unduly prejudicial rates on 
bituminous coal, from the Pittsburgh-Youghiogheny, West Vir- 
ginia, Mayersdale and Cumberland-Piedmont coal regions, to 
Union Bridge, Md., to the extent that over the Baltimore & 
Ohio and Western Maryland, via Cherry Run, W. Va., and over 
the Western Maryland direct, they exceeded or exceed the rates 
contemporaneously maintained over those lines from the same 
points of origin to Security (Hagerstown), Md. He said rep- 
aration should be denied. 

A further finding recommended by him was that rates on 
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soft coal from the Pittsburgh-Youghiogheny, West Virginia, 
Meyersdale and Cumberland-Piedmont and Clearfield coal re- 
gions to Union Bridge, Md., were not and are not unreasonable. 


CELERY RATES UNREASONABLE 


Examiner P. F. Gault, in No. 14733, A. G. Zulfer & Co. 
vs. Director-General, and parts of Fourth Section Applications 
Nos. 704 and 2045, said the Commission should find unreason- 
able rates charged on celery, and one mixed carload of celery 
and green peppers, from points in Florida to Chicago, and 
award reparation. He said the Commission should defer dis- 
position of the pending fourth section applications. He said 
the Commission should find the rates unreasonable to the ex- 
tent they exceeded the aggregate of the intermediates, upon 


the reasoning in Hudson Mule Company vs. Director-General, 
91 I. C. C. 459. 


IMPORTED PULP REPARATION 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Myron Witters, in No. 
15851, Bulkley Dunton & Co. vs. Pennsylvania et al., as to a 
commodity rate of 31 cents on imported wood pulp, from New 
York to Big Island, Va. The rate in question was imposed on 
26 carloads shipped in March, 1923. The examiner said the 


Commission should find it unreasonable to the extent it ex- 
ceeded 27 cents. 


COMMISSION ORDERS 


The Commission has denied the request of the Gilmore & 
Pittsburgh Railroad Company, Ltd., for modification of the 
order of July 8 in No. 14787, Wool Rates Investigation, 1923. 

The complainant’s petition for modification of the report 
in No. 14512, American Radiator Company vs. Director-General, 
has been denied. 

The Ruberoid Company, the Philip Carey Company and 
the Chatfield Manufacturing Company have been authorized to 
intervene in No. 15886, the Barrett Company vs. Santa Fe et al. 

The Chicago Shippers’ Conference Association has been per- 
mitted to intervene in No. 16138, Indiana State Chamber of 
Commerce vs. Ann Arbor R. R. et al. 

The Procter & Gamble Company has been permitted to in- 
tervene in No. 16170 (and Sub-No. 1), Eastern Lime Manufac- 
turers’ Traffic Bureau et al. vs. Akron & Barberton Belt R. R. 
et al. 

The Traffic Bureau, Winona Association of Commerce, Inc., 
Swift & Company, Minneapolis Traffic Association, St. Paul 
Association of Public and Business Affairs, Grand Island Cham- 
ber of Commerce, Chamber of Commerce of Hastings, Neb., 
and the Cincinnati Chamber of Commerce and Merchants’ Ex- 
change have each been authorized by the Commission to inter- 
vene in No. 16226, Omaha Chamber of Commerce, Traffic Bu- 
reau, vs. Aberdeen & Rockfish R. R. et al. 

Swift & Company has been authorized to intervene in No. 
16266, Sames, Moore & Company et al. vs. Santa Fe et al. 


The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 16273, Sioux City Grain Exchange 
et al. vs. Ahnapee & Western Ry. et al. 


The Central States Millers’ Association has been permitted 
to intervene in No. 16117, the Indianapolis Board of Trade vs. 
B. & O. R. R. et al. 


The Illinois Manufacturers’ Association has been permitted 
to intervene in No. 16138, Indiana State Chamber of Commerce 
vs. Ann Arbor R. R. et al. 

The Oil Refiners’ Division of the Chamber of Commerce 
of Shreveport, La., has been authorized to intervene in No. 
16190, the Texas Company vs. Abilene & Southern Ry. et al. 

The Laclede Gas Light Company has been permitted to 
intervene in No. 16243, Indiana Coke & Gas Company vs. A. & 
W. Ry. et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 16273, Sioux City Grain Exchange et al. vs. 
Ahnapee & Western Ry. et al. 

The Superior Traffic Association has been authorized to 
intervene in No. 16322, Nebraska State Railway Commission 
vs. Santa Fe et al. 

On petition by the Dempsey Fuel Company and others, the 
proceedings in No. 11703, in the matter of intrastate rates 
within the state of Illinois, have been reopened for further 
hearing upon the sole question whether the intrastate rates 
on bituminous coal, C. L., from St. David, Dunfermline, Bryant, 
Olin, Vicary, Norris, Pottstown, Bartlett, Hanna, Ellisville, 
Farmington, Middle Grove, LaMarsh, Canton, Marietta, Rawalts, 
Mapleton, Glasford, Cuba and Brereton to Peoria and Gales- 
burg, Ill., in effect on January 11, 1921, were so related to con- 
temporaneous interstate rates on the same commodity from, 
into, or through the state of Illinois as to have been unduly 
preferential and unduly prejudicial or to have resulted in un- 
just discrimination against interstate commerce. 

The Commission has denied the motion of the Central Rail- 
road Company of New Jersey for separate hearing and individual 
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consideration of its petition for exemption from the order in No. 
11756, Bangor & Aroostook R. R. et al. vs. Aberdeen & Rock- 
fish R. R. et al. 

The Colorado Milling & Elevator Company has been per- 
mitted to intervene in No. 16230, Ogden Grain Exchange ys, 
Arizona Eastern R. R. et al. 

The Traffic Bureau of the Sioux City Chamber of Com- 
merce has been authorized to intervene in No. 16341, Nebraska: 
State Railway Commission vs. Alexandria & Western Ry. et al. 


SUSPENDED TARIFFS. 


In I. and S. No. 2254, the Commission has suspended from 
October 27 and December 1 until February 24 schedules as 
published in supplements Nos. 28 and 30 to joint tariff Countiss’ 
I. C. C. No. 1129, VanUmmersen’s I. C. C. No. 23, Jones’ I. C. ¢. 
No. 1476, and Wilson’s I. C. C. No. A-116. The suspended sched- 
ules propose changes in rates and minimum weights on wooden 
hoops, carloads, from eastern points to the Pacific coast and 
points intermediate thereto. The following is illustrative: 


Wooden hoops, carloads, to San Francisco, Calif.: 
RESENT 


, Total per 

From Rate Min. wt. car chg. 

ee Oe ee ne 120% 34,000 $482 

RS I BE 6is.c 50 0 2oe seven ee eatecioners 120% 40,000 482 

Bo er ee ee 102 60,000 612 

PROPOSED Total 

Tot. per incrse. 

Rate Min. wt. car chg. per car 

Wert Wayne, Tabeicdcccsc ccvcceis. 133 34,000 $452 *$ 30 

a a rrr 133 40,000 wo “532 50 

BOCt Wayne, ING. .....ccccccesecs 133 60,000 798 186 
* Reduction. 


In I.-and S. No. 2253, the Commission has suspended from 
October 25 and later dates until February 22 schedules as pub- 
lished by various carriers operating generally in Illinois Freight 
Association territory. The suspended schedules propose to in- 
crease the carload minimum weight on canned goods and vine- 
gar from 30,000 and 36,000 to 40,000 pounds, from, to and be- 
tween points in the above mentioned territory. 


FINAL VALUATION REPORTS 


The Commission, in valuation docket No. 63, 84 I. C. C. 
381-410, has announced the final valuation of the Gainesville 
Midland Railway property, situated in Georgia, at $1,174,665, as 
of June 30, 1915. That is the same as the tentative valuation. 
The railroad protested the tentative valuation, solely, the Com- 
mission said, upon its failure to include in the tentative final 
value, the sum of $260,034, found to be the present cost of 
condemnation and damage or of purchase of lands, owned and 
used by the carrier for common carrier purposes, in excess 
of the present value of such lands. The Commission said that 
when Congress amended the valuation section, June 7, 1922, 
the carrier withdrew its protest and indicated its satisfaction 
with the value placed upon its property. 

Since the valuation date, up to December 31, 1923, the 
carrier has reported a net increase in the property amounting 
to $10,385.29. 


The Commission, in valuation No. 280, 84 I. C. C. 427-41, 
has set the final valuation of the Nevada Copper Belt Railroad 
Company’s property, for rate-making purposes, as of June 30, 
1917, at $721,112 and of property used, but not owned, at $3,000. 
It reported a net decrease in the wholly owned and used prop- 
erty, between July 1, 1917, and December 31, 1922, of $63,100.48. 

In a final valuation report covering the property of the 
New Mexico Midland Railway Company, Valuation Docket No. 
24, opinion B-26, 84 I. C. C., 443-9, the Commission has found 
the final value for rate-emaking purposes, owned and used as of 
June 30, 1916, to be $140,265. A net increase of $12,733.13 in 
the original cost between July 1, 1916, to December 31, 1922, 
was reported by the company. 


TENTATIVE VALUATION REPORTS 


The Commission has announced the tentative valuation of 
the property of the Wheeling & Lake Erie Railway Company 
(of 1916), as of June 30, 1918, as $40,142,800 of property owned 
and used, and $142,635, owned but not used. It has put the 
value of the property owned at $40,285,435 and of the property 
used at $40,956,740. The company owns 509.689 miles of rail- 
road. In addition it controls the Toledo Belt Railway Company 
and the Zanesville Belt and Terminal. 

Tentative valuations of the property of those terminal com- 

panies were announced at the same time. That of the Toledo 
Belt was reported as $19,628 and the Zanesville Terminal as 
94,000. 
. The Commission has reported the tentative valuation of 
the Piney River & Paint Creek Railroad Company, as of June 
30, 1916, at $120,000 owned by it but used by the Virginian 
and $120,000 owned but used by the Chesapeake & Ohio. 
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VAN SWERINGENS HOPEFUL 


The Trafic World New York Bureau 


The fact that the Van Sweringens expect no insuperable 
difficulty in carrying out the Nickel Plate consolidation along 
the lines originally laid down was indicated in the statement 
issued by counsel following several conferences in New York. 
It was said that sufficient shares of all companies had been 
deposited to assure success of the plan. Counsel for the Van 
Sweringens said: 

a 

The progress of the proposed unification is most satisfactory. 
Sufficient shares of all companies have assented to assure completion 
of the plan. Counsel for all railroads involved are proceeding in the 
preparation of the voluminous documents required to effectuate the 
plan as rapidly as possible, for in a transaction of this magnitude 
there are innumerable details growing out of the financial structure 
of the various railroad properties that require careful consideration. 

Just as soon as the documents have been finally prepared and ap- 
proved by the boards of directors and stockholders of the several 
companies, application will be made to the Interstate Commerce Com- 
mission for its approval. , 

Statements from representatives of some of the other in- 
terests were not so optimistic as those of the Van Sweringens. 
It was intimated that little progress had been made toward an 
agreement on details and that several months might be required 
to work out all problems. Counsel for the Pere Marquette sub- 
mitted several counter-proposals designed to protect the inter- 
ests of the minority stockholders. Other conferences will follow. 

Reports were current that the Van Sweringens might seek 
to meet the minority views by direct consolidation of the Pere 
Marquette and perhaps some of the other roads through pur- 
chase instead of lease, though legal representatives discredited 
these rumors. It was considered more likely that a revision 
would be made in the proposed leases which would be more 
satisfactory to the minority holders. 


EASTERN RAIL CONSOLIDATION 


The Trafic World Washington Bureau 


After the lapse of more than two weeks it was impossible 
to say what, if any, effect the visit of eastern executives to 
the Commission, on October 11, had had on the Commission. 
The inclination of those who had been watching consolidation 
matters was to believe the Commission would go ahead with 
its work on a so-called permanent plan of consolidations with- 
out any further hearings or arguments; in other words, that 
the record, as made at the hearings, was sufficient, if the 
Commission desired, to make a four-system plan, applicable to 
the east, if it desired, without taking any formal notice of the 
views submitted October 11. 

Analysis of the views in which the Van Sweringens, the 
New York Central, and the Baltimore & Ohio joined, and from 
which the Pennsylvania dissented, in part, suggested that the 
significance to be attached to the development of October 11 
was that the New York Central and the Baltimore & Ohio had 
almost, if not altogether, made peace on the question of what 
to do with the Reading and the Central of New Jersey, on 
the basis of the New York Central recognizing the preponder- 
ating financial interest of the Baltimore & Ohio in the Reading 
and the Central of New Jersey, the New York harbor frontage 
of the Jersey Central being the prize. In return for that 
recognition, it was pointed out, the New York Central. was 
to have trackage rights over them. 

After the publication of a brief report of the conference 
held October 11, about which the Commission has never made 
anything public, and about which Commission men having to 
do with consolidation are not permitted to say anything, Pres- 
ident Rea of the Pennsylvania, made public the objections that 
system made to the suggestion laid before the Commission 
via the committee having charge of the eastern consolidation 
district. After Mr. Rea made public the objections he had 
mentioned in the conference of October 11, it was pointed out 
among those who discussed the effect of the proposal of 
October 11, on the Commission, that the Pennsylvania, at the 
hearings and arguments preceding the submission of the whole 
subject with a view to the making of a so-called permanent 
plan, had stated the objections reiterated at the October 11 
conference. That is to say, the making of peace between the 
New York Central and the Baltimore & Ohio about’ the Reading 
and the Central of New Jersey, had not removed objections 
made by the Pennsylvania before the four system idea was 
put forth. It then, for instance, asked for the allocation of 
the Virginian to the Norfolk & Western, the latter, of course, 
to be allocated to the Pennsylvania, on account of the Penn- 
Sylvania’s financial interest in it and the traffic facts that 
caused the Pennsylvania to acquire the interest it holds in the 
Norfolk & Western. 

It was further pointed out that the Pennsylvania, at the 
hearings and arguments, objected to the Reading and Central 
of New Jersey being made unavailable, through existing gate- 
ways, even if they were awarded to the Baltimore & Ohio, to 
other roads. 


As interpreted here, the position of the Pennsylvania is 
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that it has no objection to a four system plan, or any other 
plan, which meets the objections it made at the hearing and 
arguments to the tentative plan put forth by the Commission, 
under date August 3, 1921. Objections based on the prospective 
earnings of the proposed systems, contained in Mr. Rea’s memo- 
randum submitted at the October 11 conference, could not have 
been put into the record now before the Commission as the 
basis of a permanent plan because there was no suggestion of 
a four-system plan when the testimony was taken. But earn- 
ings of all the railroads in the eastern district were put into 
the record, so that further hearings on that point, were re- 
garded as a waste of time. The objections of the Pennsylvania, 
it was believed, would go to any plan because it put forth facts 
showing, it claimed, how it would be inequitably, if not 
illegally treated by such dispositions as were proposed first in 
the tentative plan and then in the conference of October 11. 

Among those inclined to doubt the absoluteness of the 
separation of the New York Central and the Nickel Plate, its 
former subsidiary, the disposition, since the revelation of the 
Rea objections at the October 11 conference, the developments 
following that conference are regarded as evidence of an under- 
standing between the New York Central and the Baltimore & 
Ohio inimical to the interests of the Pennsylvania. That is to 
say, they are inclined to view the situation as presenting itself 
to the Pennsylvania as a combination between the New York 
Central and the Baltimore & Ohio for a hunt, by them, in 
preserves naturally tributary to the Pennsylvania. Against 
such a combination, it was suggested, the Pennsylvania once 
undertook to shield itself to such an extent that it acquired an 
interest in the Baltimore & Ohio strong enough to enable it to 
transfer L. F. Loree from the general managership of its lines 
west of Pittsburgh to the presidency of the Baltimore & Ohio. 
In much the same way, as a guard against advances by the 
New York Central, the Pennsylvania, it is believed, acquired 
interest in the Norfolk & Western when the Vanderbilt interest 
was predominant in the Chesapeake & Ohio. 


S. P.-E. P. & §. W. MERGER SUIT 


The Trafic World Washington Bureau 


The Commission has been served with a copy of the peti- 
tion in the suit begun against the United States, itself, and the 
railroads involved in the Southern Pacific-El Paso & South- 
western merger case, at El Paso, October 23 (See Traffic World, 
October 26, p. 908). The attorneys for the complainants ap- 
peared in court at El Paso on October 27. They did not ask 
for a restraining ‘order, as they said they would, but merely 
said they wished to set a day for a hearing. The court set 
November 12 as the day for that hearing. 

The paper filed in the court is called a petition and bill of 
complaint. The case is styled Home Furniture Compariy, a co- 
partnership, and George H. Park and James F. Kilcrease, in- 
dividually and as partners in trade, composing the partnership 
of and doing business under the firm name and style of Home 
Furniture Company vs. The United States, the Interstate Com- 
merce Commission, The Southern Pacific Company, a corpora- 
tion, and El Paso & Southwestern Railroad Company, a corpora- 
tion. The case is in equity, No. 146. 

The complainants or petitioners allege they are acting by 
and through their attorneys and solicitors, James U. Sweeney 
and Edward C. Wade, Jr. They are the members of the El Paso 
bar who filed a protest against the proposed merger, with the 
Commission, as friends of the court. The partners allege they 
are in the furniture business, dealing in new and used furni- 
ture, and as such dealers they have and are buying furniture 
in Chicago and shipping it over the Rock Island and the El Paso 
& Southwestern into El Paso, and that in shipping furniture 
out of El Paso they have used both the Southern Pacific and 
the El Paso into Arizona, New Mexico and west Texas. 

In detailing the history of the agreement between the two 
railroad companies and the permission obtained from the Com- 
mission to carry the agreement into effect the petitioning com- 
plainants call attention to the fact that the decision in favor 
of the merger was made by division No. 4 and that Commis- 
sioner Eastman, one of the three commissioners composing the 
division, dissented. They make a point that the act of the di- 
vision is not the act of the Commission and therefore they argue 
the certificate issued by the Commission is not authorized by 
law. 

The suppression of competition by the merger, in substance, 
is the ground of complaint that the furniture company will be 
damaged if the merger is permitted. The partners suggest there 
will be a deterioration of service because of a disappearance of 
the competition that exists and has heretofore existed. In ad- 
dition they allege, upon information and belief, that if the 
merger is permitted the shops of the two companies at El Paso 
will be consolidated and men thrown out of work or taken to 
other places, to the hurt of El Paso and those doing business 
therein; also that the general offices of the El Paso, at El Paso, 
will be discontinued and the employes taken to San Francisco, 
or at least taken away from El Paso. 

The complaining petitioners allege that if the findings, 
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order and certificate are the acts of the Commission, then the 
Commission, in making and issuing them, exceeded the power 
and authority vested in it by law or otherwise, and that the 
Commission as a matter of law, erred in disregarding the con- 
stitution and laws of Texas forbidding consolidations of parallel 
and competing lines of railroad by private or judicial sale “or 
otherwise.” Specifically, the furniture dealers, through their 
attorneys, assert the order of the Commission, allowing the 
Southern Pacific to acquire the other road, is null and void be- 
cause in excess of the power of the Commission to override the 
constitution and laws of the state of Texas. They also claim 
the Commission, in effect, has endeavored also to override the 
constitution of Kentucky, forbidding a railroad holding a Ken- 
tucky charter to acquire a parallel and competing line or 
operate such a line. 

In effect, they asserted, the Commission violated the spirit 
and letter of the transportation act, in that it undertook to 
permit the merger of lines that would have the effect of stifling 
of competition instead of the Commission preserving competi- 
tion “as fully as possible.” 

The complainants charged, among other things, that the 
effect of the order was to permit piecemeal consolidation on the 
assumption that it would be in conformity and in harmony 
with a general tentative plan, and the Commission had no au- 
thority to approve a consolidation in advance of a complete 
plan, involving only a part of one of the competitive systems 
set forth in the tentative plan. They also alleged the fusing of 
the two systems would be in violation of the Clayton anti-trust 
act. 

Another allegation was that the order was arbitrary, illegal 
and void, beyond the power of the Commission to make and 
depriving the plaintiffs of their contract and constitutional 
rights; that it is unreasonable and confiscatory, contrary to 
the evidence submitted, contrary to well known facts of which 
the Commission was bound to take judicial notice, not war- 
ranted by the evidence submitted and not based upon or sup- 
ported by sufficient findings of fact by the Commission. 


N. Y. C. LEASE APPLICATION 


The New York Central Railroad Company has applied for 
approval by the Commission of acquisition by the applicant 
of control of the Hudson River Connecting Railroad through 
lease. The applicant said the railroad of the connecting com- 
pany would be ready for operation before the end of 1924. It 
said the connecting company would organize and its railroad 
and facilities were being constructed to faeilitate the move- 
ment of traffie over the lines of the New York Central and 
other lines of that system. In providing a high level line for 
the movement of heavy through freight traffic around the con- 
gested Albany gateway, the applicant said, the project will 
effect a saving of about 4% miles in distance, will avoid 130 
feet of rise and fall and long steep grade at the crossing of 
the Hudson Valley at Albany, and obviate drawbridge delays 
at the river. The miles of railroad now under construction 
or presently proposed to be constructed, in connection with 
the project, were given by the applicant as follows: Miles of 
first main track, 26.5; miles of second main track, 20.9; miles 
of yard tracks and sidings, 110; a grand total of 157.4. 


JOINT PETITION GRANTED 


The. Commission, in finance docket No. 4198, control of 
Kansas City, Clinton & Springfield, mimeographed, has au- 
thorized the acquisition by the Kansas City, Fort Scott & 
Memphis Railway Company, of control of the Kansas City, 
Clinton & Springfield Railway Company, and the acquisition, 
by the St. Louis-San Francisco Railway Company, of control 
of the railroad of the Kansas City, Clinton & Springfield. The 
former acquisition is to be made through stock ownership and 
the latter through lease. 

A joint application was filed by the Kansas City, Fort Scott 
& Memphis and the St. Louis-San Francisco, under paragraph 
(2) of section 5, first, for authority to the Fort Scott company 
to acquire control, through stock ownership, of the Clinton 
company, and, second, for authority to the Frisco to acquire 
control, by lease of the Clinton company’s railroad. 

No objection to the grant of the applitation was made. 
The Frisco controls the Fort Scott through stock ownership 
and lease. The capital stock of the Clinton company is held 
by a committee under an agreement with the predecessor of 
the Frisco, providing, among other thigns, that the committee 
will not sell or otherwise dispose of any of the stock except 
at prices to be approved by the Frisco. 

No consideration is to be paid for the Clinton stock, ex- 
cept that the acquisition will operate as a release and terminate 
the agreement. The Frisco, the Commission said, held the 
equitable interest in the stock and .that the transfer would 
not enlarge or diminish the Frisco interest. 

The roads are now separately and independently operated. 
The proposed acquisition, the Commission was told, would pro- 
vide better service and effect a saving of $175,000 a year. 
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AUTHORIZED TO BUY LINES 


With Commissioner Eastman dissenting, the Commission, 
in finance docket No. 4259, control of Franklin & Abbeville 
Railway Company by the Morgan’s Louisiana & Texas Railroad 
& Steamship Company, mimeographed, has authorized the 
applicant to acquire the Franklin & Abbeville by the purchase 
of all its outstanding capital stock of 500 shares of a par value 
of $100 and its outstanding bonds, the latter amounting to 
$329,000, for $379,000. Of that amount $269,000 is to be paid 
in cash and $110,000 is to be held in escrow for the payment 
of the Abbeville’s outstanding liabilities. Under that agree- 
ment, when the Abbeville is turned over to the Southern Pa- 
cific’s subsidiary, the applicant in this matter, it will hold all 
its property without any debts other than those represented 
by the mortgage back of the $329,000 of bonds. 

The Abbeville owns and operates two short lines around 
Sterling, Salt Mine, Davids and Franklin, La., aggregating 
22.665 miles of main and 37.131 miles of all track. Under con- 
tract with the Southern Pacific’s subsidiary, the Abbeville op- 
erates the so-called Milton extension, from Davids to Milton, 
La., a distance of 17.42 miles. That extension was built by 
the Southern Pacific’s subsidiary and the Abbeville. 

The working relations between the two roads, the report 
says, have been very close, the Abbeville being a feeder for 
the Southern Pacific. The sale is expected to bring about a 
reduction of rates on sugar cane, one of the principal com- 
modities handled by the Abbeville, of nearly 50 per cent be- 
cause of the advantage of a one-line instead of a two-line haul. 
It was said the development of the territory was retarded by 
the high local rates the Abbeville had to charge on cane, the 
result being that the cane farmers had to depend for a market 
upon the refineries on that road. The Southern Pacific esti- 
mated that the Abbeville’s traffic could be increased 40 per 
cent by the merger, in the manner proposed. 


UNCONTESTED FINANCE CASES 


New Orleans, Texas & Mexico has been authorized to issue 
$1,770,000 of first mortgage 514 per cent bonds and to sell them 
together with $1,014,000 additional first mortgage bonds, at not 
less than 95 per cent of par and accrued interest. 

The Bell Telephone Company of Pennsylvania and the Bed- 
ford-Fulton Telephone Company have been authorized by the 
Commission to acquire certain properties of each other. The 
Bell Company and the Morrison’s Cove Telephone Company 
were authorized to make a similar exchange of properties. 

The Minneapolis & St. Louis has been authorized to issue 
$750,000 of 51% per cent receiver’s certificates to fund certifi- 
cates aggregating a like amount maturing on or about Novem- 
ber 1. 

The Texas Pacific-Missouri Pacific Terminal Railroad of 
New Orleans has been authorized to issue $5,000,000 of first 
mortgage 514 per cent gold bonds and to sell them at not less 
than 9714 and accrued interest. The Missouri Pacific and the 
Texas & Pacific were authorized to guarantee the bonds. 


FINANCE APPLICATIONS 


The Chesapeake & Ohio has applied for authority to issue 
nominally $552,000 of general mortgage 4% per cent gold bonds. 

The Birmingham & Southeastern Railroad Company has 
appliéd for authority to take over the property heretofore op- 
erated under the name of the Birmingham & Southeastern 
Railway Company, whose line of railroad extends from Union 
Springs to Eclectic, Ala., a distance of approxmately 46 miles. 
The property is now in the hands of receivers. The organizers 
of the new company also filed an application asking authority 
to issue necessary securities in connection with the organiza- 
tion of the new company. 

The Beaver, Meade & Englewood Railroad Company has 
applied for authority to extend its line from Hooker, Okla., to 
Des Moines, N. M., a distance of approximately 175 miles. 

The Los Angeles Junction Railway Company has applied 
for permission to construct an industrial switching railroad in 
Los Angeles county, California. The proposed line will em- 
brace 8 miles of main track. The applicant said the line would 
serve a rapidly developing industrial territory in Los Angeles 
county. 

The San Antonio & Aransas Pass Railway Company has 
applied to the Commission for authority to issue $60,000 of 
equipment trust notes in connection with the purchase of five 
passenger locomotives from the Baldwin Locomotive Works. 
The notes will be delivered to the Baldwin company. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the Treas- 
ury that the Louisville Bridge & Terminal Railroad Company 
owes the United States $142,827.01 on account of over-payment 
under sertion 209 of the transportation act. In its final deter- 
mination the Commission found that only $7,172.99 was neces- 
sary to make good the guaranty to the company, while advance 
payments of $150,000 had been made to the carrier. 
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Industrial Traffic Departments 


First of a Series of Thirty Articles on the Organization and Management of Industrial and Com- 
mercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., M. A., 
Instructor in Commerce and Transportation, University of Pennsylvania 


The problem of transportation confronts every industrial 
and commercial organization in the United States. One of the 
most vital and most pressing economic problems with which 
any industry is concerned, is that of obtaining adequate trans- 
portation service by rail, water, and highway at reasonable 
rates. The importance of this problem is now widely recog- 
nized and efforts are being made, by industrial and commercial 
interests as well as by the federal and state governments, to 
hit on a program that will protect the interests of all concerned. 
The ultimate goal of all so-called solutions to the transporta- 
tion problem is to obtain a transportation system equipped 
to furnish adequate service at reasonable rates. 

More and more clearly it is being borne in on the gov- 
ernment, the carriers and the shippers, that their interests are 
basically identical. An efficient transportation system can be 
assured only when the interests of these three groups are ad- 
justed to the common good of all. In the past, the hostility 
of the shipping public was often directed toward the carriers 
and the suspicion of the carriers toward the shippers and 
toward the government. This situation, fortunately, is rapidly 
disappearing. The mutual hostility of these interests had its 
foundation in the unquestionably high-handed actions of certain 
roads earlier in the history of railroad transportation and in 
the petty retaliatory tactics employed by some shippers and 
legislators. The feeling of rivalry and distrust has been largely 
replaced by a sense of mutual responsibility on the part of 
shippers, carriers and the government. The transportation act 
of 1920, among other things, amplifies the powers of the Inter- 
state Commerce Commission to regulate railway rates and 
fares, and vests it with the responsibility of establishing rates 
estimated to yield a fair return to efficiently managed carriers. 
Shippers realize that adequate service can only be expected 
at fair rates and that the carriers can furnish transportation 
service only when they are reasonably compensated. Rates 
sufficient to attract adequate supplies of needed new capital, 
to the extent approved by the regulatory powers, must be estab- 
lished as compensation for efficient transportation service. 

All these considerations, so briefly referred to, have been 
considered seriously by all concerned for the last thirty-five 
years. Ever since the beginning of national railway regulation 
in 1887 these problems have become annually more important. 
The situation has given rise to the industrial traffic departments, 
now found in the organizations of all large industrial enter- 
prises and in many smaller establishments. These departments 
are in charge of men familiar with shipping procedure and 
are charged with the responsibility of obtaining adequate trans- 
portation service at reasonable rates for their respective em- 
ployers. The increasing importance of distribution costs as 
items in the cost of doing business has greatly accentuated 
the need for the traffic manager, for his work consists in effect- 
ing the most expeditions distribution at the least possible ex- 
pense and with a minimum of inconvenience. 


The Old Conception of the Traffic Department 


Transportation facilities are, in fact, auxiliary services to 
the manufacturing plants and commercial houses of the United 
States and traffic management consists in the utilization of the 
available service to the best interests of the industries of the 
country. The old conception of a traffic manager, current in 
the riotous days of special privilege and rebates, was often 
that of a man sufficiently familiar with the inner workings of 
the carriers to obtain whatever rebates were possible and hon- 
est enough to turn over to his employer any rebates received. 
Such men were usually recruited from the ranks of the rail- 
roads’ employes. He was expected to be familiar with the rates 
in effect, to know the classification rules and shipping require- 
ments, and to be able to read a freight tariff sufficiently well 
to enable him to check freight bills with a fair degree of ac- 
curacy. Unusually low rates were accorded by the carriers 
to certain shippers whose tonnage the railways or the traffic 
associations needed particularly for pooling purposes. These 
industries, perceiving their important strategic positions, bar- 
gained, through their traffic departments with the carriers for 
lower and ever lower rates and special favor after special favor. 
These abuses, common enough some years ago, have been suffi- 
ciently discussed throughout the country and have been corrected 
by anti-trust and railway regulation of the last thirty years and 
need no further discussion here. The successful traffic man- 
ager in this period was one who could drive the best bargain 
for his employers with the railroads. Little consideration was 
given to the welfare of the carriers or the general standard of 
service given to other shippers or the public. A better rate 


for the industry meant a wider radius of activity, the elimina- 
tion of competitors not receiving preferential rates, and the 
consequent expansion of the unduly favored industries. 


Effect of Railroad Regulation on Traffic Management 


When the federal government became active in the regu- 
lation of carriers—forbidding unduly preferential service and 
treatment and compelling the elimination of rebating—the ex- 
ecutive heads of a number of industries, apparently, presumed 
that the hey-day of the traffic manager was over. Many as- 
sumed that a statistically minded clerk could check freight bills 
for overcharges and that a practical shipper could box and bill 
outbound freight. Such men were employed at salaries much 
less than those ordinarily received by traffic managers. This 
conception of the scope of the work of the traffic department 
completely overlooked all save the detail routine work of the 
department. Shipping and receiving freight and checking 
freight bills are only the beginning—the most elementary phases 
of traffic work. To these rudimentary functions must be added 
the selection of routes over which freight is to move, the prep- 
aration and presentation of claims against the carriers for loss, 
damage and overcharge, the analysis of classification ratings 
accorded to commodities dealt in, the analysis of rates paid 
by the industry to determine their effect on business, obtaining 
adequate car supply, the drawing up of packing specifications 
to enable freight to be shipped safely and economically, the 
organization of local transportation service to and from freight 
depots, the arrangement for internal plant switching, whether 
performed by carriers or by plants’ own motive power, the 
analysis of the sources of supply of raw materials and of the 
markets of the finished products to determine whether the in- 
dustry is securing the benefit of the lowest prices and rates on 
its inbound material and taking advantage of the most favor- 
able areas of distribution. All these and many more, all of 


which will be discussed later, are duties of the traffic depart- 
ment. 


New Field of Traffic Management 


To handle properly this work, so vital to efficient distribu- 
tion, transportation experts are retained by industries through- 
out the United States to represent their interests. The impor- 
tance of this work is realized, not only by industry, but by the 
carriers as well, and the industrial traffic manager, technically 
familiar with the transportation business, is welcomed by the 
carriers as a trained collaborator in the field of producing, sell- 
ing and buying of transportation on a fair basis to all con- 
cerned. Students of economics throughout the world, and par- 
ticularly in the United States and Great Britain, are becoming 
aware of the fundamental nature of the transportation utility 
problem. Adequate wages must be paid by the carriers to get 
and retain efficient employes, reasonable returns must be paid 
to security holders to retain old and obtain new investments, 
and the utilities must be permitted to charge rates sufficient 
to defray these costs, properly to operate and maintain their 
properties, and to lay aside a reasonable surplus, after all re- 
quirements for labor, materials, interest and dividends have 
been met. In no other way will efficient transportation be 
obtained for the use of the shippers of freight. The informed 
traffic manager appreciates the significance of these fundamental 
problems and interprets his duty as that of a skilled and in- 
telligent user and conserver of transportation facilities. His 
job is one of co-operation with the carriers rather than one of 
antagonism. 

Within recent years, especially since the passage of the 
transportation act of 1920, the subject of industrial and com- 
mercial traffic management has received a considerable amount 
of attention from business executives and from students of busi- 
ness organization and management. 

The editor of The Traffic World once said: “The day is 
coming when the traffic man will be as important and as power- 
_ ful as the attorney to whom the head of the business turns 
for advice and whose advice he does not question. The lawyer 
knows the law, and that ends it. The real traffic man knows 
the traffic game and what transportation measures are best for 
his own business and all business.” 

Recently Hubert T. Parsons, president of the F. W. Wool- 
worth Company, addressed the New York Shippers’ Conference 
on the subject of “The Value of the Traffic Manager in Busi- 
ness.” . Mr. Parsons spoke as a high executive of one of the 
largest commercial organizations of the world, which maintains 
warehouses in a number of large cities of the United States 
and more than 1,200 retail stores in every section of the United 
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States and in a number of Canadian cities. Mr. Parsons’ re- 
marks are significant, as they represent the viewpoint of the 
executive heads of many great commercial and industrial or- 
ganizations. Said he: 


A well organized and well manned traffic department is a great 
asset—not only a financial but a good-will asset—for your business. 

To give you some idea of the possibilities of a traffic department 
—during the year 1922 our traffic department effected a saving of 
$45,000 by weighing freisht and express shipments at the time of 
delivery and comparing the actual weights with the weights billed 
and checking the charges to see if the proper classification and 
rates were assessed. 

t took several years for our traffic department to become self- 
supporting and show a profit. Although we have an executive office 
traffic department, a district traffic representative, and a full staff 
in eleven district offices, each of which takes care of its loca] con- 
ditions in the various sections of the country, we find for the year 
ending December 31, 1921, after charging off all cost of operation, 
the traffic department showed a net profit of over $163,000, which 
was increased to $212,000 in 1922, and we are quite sure will show 
an additional increase in 1923. This satisfactory result only goes to 
show the possibilities when a traffic department has good organiza- 
tion and functions properly. 

In addition to this financial saving, there is an unaccounted for 
saving in reduction in classification and rates, which has been brought 
about by our traffic department. This is an unknown saving. 

One of the most important duties of a traffic manager is to keep 
in close touch with the carrier’s agents, rather than write letters com- 
plaining of poor service or lack of cooperation which could be min- 
imized by going direct to the agent who has the matter in charge. 

Another testimonial of the value of the traffic manager to 
his business is by Stanford Shivers, traffic manager of Loveman, 
Joseph & Loeb of Birmingham, Alabama, in a letter to the sec- 
retary of the Traffic Group of the National Retail Dry Goods 
Association, in which he urges the necessity for every shipper, 
especially the retail shipper who ships in quantity, having a 
traffic department supervised by a competent traffic manager. 
Mr. Shivers said, in part: 

Look upon the carrier as the main aisle of your store, so far as 
out-of-town customers are concerned. Hire a traffic man who will 
exert every effort to tender his shipments to the carriers in a way 
that will safeguard al! concerned. If this is done the carriers—and 
you—will be able to satisfy your customers. The traffic manager 


will help you, your customer and the railroad—and any help to the 
railroads is a help to the public. 


Attitude of Carriers Toward Industrial Traffic Managers 


In the November 17, 1923, edition of The Traffic World there 
appeared an advertisement of one of the largest rail carriers 
of the United States, which is significant as a tangible bit of 
evidence of the new spirit of mutual helpfulness which pervades 
the field of traffic management today. This advertisement read: 
The Industrial Traffic Manager: 

All Hail, Comrades of the Commercial Division of our ~— 
Traffic Army, laborers in a Common Cause! No longer need we 
regard ourselves as contenders in opposing camps, but as coopera- 
tors for the common weal; collaborators in a public field of endeavor; 
students grappling with mutual problems, o_o the way for 
commerce and industry, minimizing friction, maximizing efficiency, 
ans understanding and fostering the prosperity, peace and 
appiness of our great nation. 

@ welcome the increasing tendency of the industrials to entrust 
traffic affairs to expert hands and the better recognition of this ex- 
acting and highly specialized department and of the technical knowl- 
edge, judgment and diplomatic ability required in your positions, 
which is attracting to this field in constantly increasing numbers a 
class of men whose devotion, talents, initiative and sion qualify 
them as important factors in the solution of traffic problems and in 
the relations between the railroads and railroad patrons. Traffic 

roblems are national problems, and to your helpful influence may 
attributed the reduction in friction and increase in understanding 
happily evident on every hand. 

Hail, then, Comrades of the Commercial Division! You are 
of us. We are of you. Your problems are our problems. Our diffi- 
culties, trials, hopes and objectives run along parallel lines and we 
rise or fall together in mutual prosperity or adversity. There may 
be differences of opinion, but there will be mutual confidence; there 
may be different aspects of the same problem from different view- 
points, but there will be tolerance and friendship and mutual re- 
spect; there may be questions as to facts, but not as to sincerity of 
purpose; there may be exceptions to all generalizations, but they will 
only prove the rule, and that rule the Golden Rule. 


ALL HAIL! 

We have all seen evidences of the mutual regard of indus- 
trial traffic men for the traffic officials of our carriers. The 
traffic clubs, the shippers’ regional advisory boards, and other 
organizations are concrete evidence of the new spirit of co- 
operation. The press, business, the carriers, and the govern- 
ment realize that, as perhaps never before, the situation in 
transportation calls for all to put their shoulders to the wheel 
and give their best efforts, for the ultimate goal of all parties 
in interest is the same. 

This present series of articles proceeds on the assumption 
that the interests of shippers, the carriers, and the public are 
identical. The forms of crganization set up by a number of 
representative industrial and commercial establishments have 
been examined and the results of the examination are set forth 
as examples of organizations well equipped to obtain adequate 
service at reasonable prices. 

The literature on the subject of traffic management is ex- 
ceedingly meager: Little attention has previously been paid to 
the subject of industrial and commercial traffic department or- 
ganization, but it is hoped that the types of organization and 
systems of management used by outstandingly successful traffic 
departments may prove to be interesting and helpful to students 
of traffic management. 


Vol. XXXIV, No, 18 


NEW DEPARTMENT URGED 
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Revival of the plan put forward several years ago by Sen- 
ator Joseph E. Ransdell of Louisiana for the creation of a 
Department of Transportation to include railroads, shipping, 
telegraph and telephone lines, and, with the addition of radio 
and airships, was suggested by Capt. C. A. McAllister, vice. 
president of the American Bureau of Shipping, in commenting 
on the ideas for new legislation broached by several marine 
organizations. . 

Captain McAllister expressed the opinion that shipping in 
itself was hardly large enough to justify a separate department, 
but that there was an obvious need for a cabinet officer to 
handle the problems arising from the various systems of trans- 
portation and communication. Since Senator Ransdell’s plan 
was first put forward, he said, commercial air travel and radio 
had come into greater importance and should be included. 

It was suggested by Captain McAllister that the Interstate 
Commerce Commission and the Shipping Board should be con- 
tinued as separate bureaus, or that several marine members 
should be added to the Commission and the latter be em- 
powered to handle all matters connected with rail and water 
rates. He pointed out that, at present, not only the trans- 
portation functions of the government are widely distributed 
among various departments, but that shipping affairs are lodged 
with the Shipping Board, the Treasury, Department of Com- 
merce, the War Department and the Navy. 

Plans for consolidation of these duties were discussed last 
winter by Secretary of Commerce Hoover with the shipowners 
as part of the reorganization proposed by Congress. 

Suggestions for creation of a department of Marine or a 
Department of Transportation, with a seat in the cabinet, seem 
to be gaining in favor among shipping interests. This idea 
has been advised by the Dollar committee, in the Cook plan, and 
also has considerable support within the membership of the 
American Steamship Owners’ Association, which is expected 
to consider it as one of the recommendations to be made to 
Congress this winter. 


NEW ROLLING STOCK, ETC. 


Class I railroads the first nine months this year placed in 
service 120,727 freight cars, a decrease of 13,909 cars compared 
with the number installed in the corresponding period last 
year, according to the car service division of the American 
Railway Association. Of the total number placed in service 
in the nine months this year 15, 771 were installed in the month 
of September. 

By classes, the railroads placed in service in the nine months 
period in 1924 54,406 box cars, 36,526 coal cars and 11,676 re- 
frigerator cars. The difference between that ‘number and 
120,727 represents the number of other classes of freight cars 
placed in service. 


The railroads on October 1 also had 49,702 freight cars 
on order, an increase of 8,226 over the number on order on 
September 1. Of the total number on order October 1, box cars 
numbered 30,096, coal cars 12,793 and refrigerator cars 2,666. 
The number of box cars on order was an increase of 10,024 
over the number on September 1. 

Locomotives placed in service in the first nine months 
this year totaled 1,657 of which number 160 were installed in 
September. Class I carriers also had on order on October 1 this 
year 285 locomotives. 


These figures as to freight cars and locomotives placed in 
service or on order include new, rebuilt and leased equipment. 

According to an analysis of the railroad rehabilitation pro- 
gram made by Robert S. Binkerd, vice chairman of the com- 
mittee on public relations of the eastern railroads, the rail- 
roads of the country have, in the three years since 1921, 
invested more than $1,600,000,000 in new cars and locomotives. 
Mr. Binkerd explained that this represents only a part of the 
improvement effected in the transportation situation since the 


passage of the transportation act of 1920. Mr. Binkerd’s state- 
ment follows: 


The car service division of the American Railway Association 
announces that in the first nine months of this year, 120,727 new 
freight cars and 1,657 new locomotives were installed in service 
on Class I railroads; and that 49,702 freight cars and 285 locomotives 
were still on order. 

This means that in the three years since 1921, the railroads 
have bought 454,654 new freight cars and 7,348 new locomotives. 
As the average price of a freight car is about $2,250. the freight 
car purchases mean an investment of more than $1,000,000,000 of new 
capital. The average price of new locomotives is about $50,000 each, 
so_ that the locomotive investment is more than $350,000,000. 

During these same three years the railroads also bought and in- 
stalled me cote ey all-steel passenger-train cars. These 
cars average about ,000 apiece and represent an investment 
of about $240,000,000. Altogether, therefore, during these three 
years the railroads have invested more than $1.600,000,000 in new 
cars and locomotives. 

What is going on is the rehabilitation of the railroad plant of 
the country in the interest of larger, more efficient, and more eco- 
nomical service. This represents only a part of the improvement 


in the transportation situation since the passage of the T E 
tation Act of 1920. passage of the Transpor 





Nov 


ren 
agel 
mer 
Wa 


ove 
bec 
fact 
tail 


buy 


sto 
titi 
ufa 
cen 
ret: 





@ Oop TFT Ose Om To st F 


re ee a ee eS) 


RQ or 


el A el el 


Ve oF et eH 


we wm + (0S 


SS | we 


— eS VS 


November 1, 1924 


WAREHOUSING SERVICE 


“Since the war the service which the public warehouse 
renders has materially changed,” says A. Lane Cricher, special 
agent of the transportation division of the Department of Com- 
merce, in an article in Commerce Reports on “The Merchandise 
Warehouse in Distribution.” 

“From mere care and storage of large quantities of goods 
over a period of two months or more, the warehouse today has 
pecome a center for distributing car-lot goods from the manu- 
facturer, in less-than-car-lot deliveries to the jobbers and re- 
tailers.” Continuing, Mr. Cricher says: 

This has been brought about by the fact that, under present 
puying conditions, the jobber or the retailer gets his greatest profit 
on capital by a rapid turnover; he does not, therefore, carry large 
stocks, but purchases his goods more frequently and in limited quan- 
tities of any specific product. This makes it necessary for the man- 
ufacturer to maintain a sufficient stock of his merchandise at some 


central point, for such distribution as will meet the wholesale and 
retail needs of his trade. 
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Catchup in bottles, packed in boxes or crates (24—14 ounces, 50 
pounds gross package weight), takes a warehouse charge (in Chi- 
cago) of 4.4 cents handling in and out, and 2 cents storage per box 
per month. The total warehouse charge per 100 pounds, therefore, 
allowing for one month’s storage, is 12.8 cents. 

1. If this commodity is shipped from New York City to Rock- 
ford, Ill., in less-than-carload quantities, the transportation charges 
are $1.59 per 100 pounds; if shipped from New York to Rockford via 
Chicago, in carloads to Chicago (minimum carload weight 36,000 
pounds) and in less-than-carload amounts from Chicago to Rock- 
ford, the total transportation charges would be 56% cents (New 
York to Chicago) plus 45 cents (Chicago to Rockford), or $1.01% per 
100 oe = hence, a saving in transportation costs of 47% cents per 
100 is effected by centralized warehouse distribution. Subtract from 
this the 13 cents for storage and handling, and there results a net 
saving of 34% cents per 100, or about 17 cents per box. After allow- 
ing ‘ws 2 tw unloading charges, there is still a good margin left. 

2. If the catchup is shipped from New York to Des Moines, Ia., 
a less-than-carload rate of $2.15 per 100 pounds applies. The less- 
than-carload rate from Chicago to Des Moines is 73 cents per 100; 
this, added to the car-lot charges of 56% cents per 100 pounds from 
New York to Chicago (minimum carload weight 36,000 pounds), makes 
a total of $1.291% per 100—a saving in transportation of 85% cents 
per 100 pounds; when the warehouse charges of 18 cents are sub- 


The principal services offered by the merchandise warehouse as 


@ link between the producer and the consumer are shown in their 


classified relations in the chart below: 


MERCHANDISE WAREHOUSE SERVICES 
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In this process of distributing from producer to consumer, the 
merchandise warehouse of today renders a service that has many 
advantages, and all of them tend to lessen the spread between pro- 
ducer’s and consumer’s prices by lessening the waste in time, in 
transportation costs, and in merchandise. 

1. The merchandise warehouse receives goods in carloads and 
distributes them in smaller quantities to jobbers or retailers, or re- 
ships in less-than-carload amounts to nearby centers. 

It enables the manufacturers to keep spot stocks for their 
customers, and this quick service from goods available on demand 
increases sales. 

t equalizes production by steadily absorbing the manufac- 
turer’s output, while eliminating heavy investment in reserve storage 
space. 

_ 4 It issues negotiable and non-negotiable receipts and, if de- 
sired, allows credit to be obtained on merchandise stored. 

It provides insurance, and keeps fire risk at a minimum 
through separation of stocks stored and through maintenance of 
sprinkler systems. 

. It reduces freight charges. Car lots are cheaper per hundred 
pounds than less-than-carload shipments, and the warehouse provides 
a center for breaking these carload shipments, which is much nearer 
to the points of final distribution. Often the storage service can be 
paid for by the transportation charges saved. 

. It saves time in transit, for car lots travel in through trains 
by direct routes. 

. It reduces loss and damage claims, because of resultant min- 
imum handling in car-lot shipments. 

t provides recoopering, marking and separation of varieties, 
and offers clerical services, such as invoicing when reshipment occurs. 

0. It eliminates the necessity of providing large storage space 
at the point of origin, especially for seasonal commodities on which 
fe pamage space would be idle investment during the greater part 
rs) e year. 

The use of the merchandise storage warehouse as a central dis- 
tributing center to which goods in car-lot quantities are shipped 
from point of origin, and from which these goods are later distributed 
to nearby ints in less-than-carload amounts, results in lessened 
Se on charges which in a great number of instances are 

ent to cover all warehouse charges. The following illustrations 
will suffice to demonstrate this point: 


tracted, there is a net saving of 72% cents per 100, or 36 cents 
per case. 

That the benefits of the warehouse as a means of reducing trans- 
portation costs do not atep with the jobber and retailer, but return 
again to the shipper in the form of larger sales, is proved by the 
increasing number of traffic managers for large manufacturers and 
shippers who are taking advantage of the warehouse distribution 
service. One company attributes the increase in its business last 
year, which was approximately 40 per cent more than in preceding 
years, to its larger use of the public warehouse. 

Since merchandise carried L. C. L. is naturally more exposed to 
damage and pilferuge than goods carried in car lots, anything which 
tends to reduce the waste from:-this particular source is twice bene- 
ficial—once to the railroads through decreased claim payments, and 
again to the public through lessened hindrance, and expense to the 
retailer which he passes on to the consumer in sales prices. 

As showing what has already been accomplished, the following 
table from data complied by the American Railway Association, 
Freight Claims Division, is of interest: 

Loss and damage payments by railroads in the United States 
and traffic carried during 1921 and 1923: 


LOSS AND DAMAGE PAYMENTS 





(+) 
1921-—— ss» >_——-1923'——--—, H+) 

Items Amount % Amount % Amount % 
oe $58,519,427 60.5 $34,421,861 69.5 $24;097,566 —41 
oh Ge Enccaes 38,210,949 39.5 15,118,516 30.5 23,092,433 —60 


Total ....$96,730,376 100.0 *$49,540,377 100.0 $47,189,999 —49 
TRAFFIC CARRIED (NUMBER OF CARS) 


Car lot ..... - 28,313.068 72.0 37,659,699 75.6 9,346,631 33 
La GC. Lieccece 11,010,090 28.0 12,155,271 24.4 1,145,181 10 


Total ....$39,323,158 100.0 $49,814,970 100.0 $10,491,812 +27 
t Increase (+) or ¢ decrease (—); * while this is somteely ged 
$1,455,382, in 


than the total loss and damage payments in 1922 by 
reality this increase represents claims allowed in 1932 but paid in 1923. 
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It thus appears that at the end of 1923, after three years of cam- 
paigning by the railroads of the United States—among their employes 
for more careful handling of freight; among shippers for more secure 
packing—the total loss and damage claims paid by the roads had 
decreased 49 per cent while their total car traffic had increased 27 
per cent. In this improvement, less-than-carload shipments showed 
the greatest relative change, decreasing 60 per cent in their loss 
and damage payments while increasing 10 per cent in their total 
traffic, whereas car-lot shipments decreased 41 per cent in loss and 
damage payments while increasing 33 per cent in total traffic. In 
other words, less-than-carload shipments contributed only one-ninth 
of the total increase in traffic (10,491,812 carloads), but contributed 
very nearly one-half of the total decrease in loss and damage pay- 
ments ($47,189,999). 

This great shrinkage in claim payments alongside the relatively 
smaller expansion in traffic, and the comparative part taken by 
less-than-carload and by car-lot shipments in each case are portrayed 
= = graph below, also from data of the American Railway Asso- 
ciation. 

The progress illustrated by the foregoing graph and table is due 
to several factors, among which are: Better packing, more careful 
handling, campaigns to reduce loss and damage claims, centralized 
car-lot distribution, and the like. Through increased use of the 
merchandise warehouse distribution facilities, it is believed that 
further substantial reductions are possible. 

Most of the reliable warehouses today publish tariffs, generally 
known as “Standard Rates, Terms and Conditions for Storage and 
Handling of Merchandise,” which cover nearly all items stored; and 
any discriminatory practices allowed by old-time methods have been 
practically eliminated. 

The general public service rendered by the warehouse is more 
than simply an aid in reducing claim payments; lessened transpor- 
tation charges,. with resulting lower commodity costs, are also to be 
considered. The carriers, too, are greatly benefited by decreased de- 
mands for equipment and by reduction of clerk hire to a minimum 
as less-than-carload traffic decreases in favor of car-lot traffic. 

The use of the storage warehouse as a central distributing point 
enables the carriers to minimize their noncompensatory, less-than- 
car-lot services, decreases distribution costs to the shipper, and is 
a decided benefit to the consuming public in the resulting lower 
commodity costs and the spot delivery of supplies. 


OTAL PAID 
CALENDAR YEAR| MILLIONS 
OF DOLLARS 

$8.52 


PERCENT OF TOTAL LOSS AND DAMAGE PAYMENTS 
5 6 70 


Li@iiiii | | | 
PERCENT CARLOAD TRAFFIC IS OF TOTAL TRAFFIC 


IN 1923 CARLOAD ORIGINATING TRAFFIC TOTALED 37659699. CARS AND LC L-TRAFFIC 1255271 CARS 





Comparative Freight Loss and Damage Payments in the U. §S., 
With Traffic Figures, 1921-1923. 


Proper storage and warehouse distribution offers expert services, ; 


and is to be regarded as a science in itself in present-day distribu- 
tion. Particularly does it allow such a management of business that 
none of the peaks and valleys occur which characterize the expense 
of distributing goods through the private warehouse. 

With the tendency among retailers to buy in smaller quantities 
for more frequent turnover, the present-day need of a convenient 
center that will assure prompt delivery and adequate supplies to 
jobbers and wholesalers has placed the merchandise warehouse as 
a permanent link in the distribution of commodities throughout the 
United States. The economic philosophy on which the merchandise 
warehouse is based may be summed up in the one word, ‘‘service.”’ 


COAL PRODUCTION AND SHIPMENT 


“After 10 weeks of steady increase the production of soft 
coal turned definitely downward in the week ended October 
18,” says the Geological Survey in its current weekly coal 
report, which, in part, continues as follows: 

The total output is now estimated at 10,255,000 net tons, a 
decrease of 298,000 tons, or nearly 3 per cent. The observance of 
Columbus Day curtailed production somewhat on Monday, but the 
loss on the holiday was largely regained on Tuesday. On the fol- 
lowing days production fell off slightly and on none did loadings 
equal those on the same day of the week before. 

The production of anthracite remained practically unchanged in 
the week ended October 16. According to reports of the 9 principal 
carriers, 33,471 cars were loaded, indicating a total output of 
1,750,000 net tons, against 1,737,000 in the week before. It appears 
that the effects of the floods of the first week of October have 
not yet been fully overcome, and that production was also curtailed 
by a local strike that lasted only a few days. 

According to reports of the American Railway Association, 2,846 
cars of bituminous coal and 3,040 cars of anthracite were forwarded 
over the Hudson into eastern New York and New England in the 
week ended October 18. Comparison with the week preceding shows 
a decrease of 29,252 cars, and an increase of 45,214 cars, respec- 
tively. The present rate of bituminous movement into this ter- 
ritory is 30 per cent less than at this time a year ago, and the 
rate of anthracite movement is about 20 per cent less. 

Dumpings of bituminous coal over the tidewater piers at Hampton 
Roads continued to decline in the week ended October 18. The 
total quantity handled was 322,843 net tons, a decrease of more 
than 10 per cent. The chief factors in the decline were decreases 
of 282 tons and 406 tons. respectively, in dumpings consigned to 
New England and the “other coastwise’ trade. Dumpings for the 
foreign account—cargo and bunker coal combined—rose from 64,882 
to 102,015 tons. 

For the fifth successive week the movement of bituminous coal 
up the lakes has gone forward at a weekly rate of about 800,000 
tons. In the week ended October 19, a total of 791,896 net tons 
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was dumped over the lower Lake Erie piers, of which 747,629 
tons were cargo coal and 44,267 tons were vessel fuel. his was 
practically the same as dumpings in the week before, and it was 
per cent less than the record of the corresponding week of 
1923. Cumulative dumpings of cargo coal during 1924 to date are 
26 per cent less than those a year ago, and 6 per cent less than the 
average for the corresponding periods of the last 5 years, 

The movement of anthracite via the Lakes changed but little 
in the week ended October 19. Shipments from Buffalo and Erie 
totaled 58,757 net tons, as against 60,570 tons in the preceding 
week. Total dumpings during the present season now stand at 
2,690,168 tons, a decrease of 71,960 tons from the record for last 


LUMBER SHIPMENTS 


Comparable reports received by the National Lumber Man- 
ufacturers’ Association from 347 of the leading commercial soft- 
wood mills of the country, show a slight decrease in all the 
factors of production, shipments, and orders for the week end- 
ing October 25, as compared with the previous week. The 
decrease in production seems to be fairly uniform throughout 
the country. Compared with the corresponding week of 1923, 
there is a decrease in production of approximately 26,000,000 
feet, or about 9 per cent. 

The unfilled orders of 244 Southern Pine and West Coast 
mills at the end of last week amounted to 525,681,131 feet, as 
against 532,610,863 feet for 247 mills the previous week. The 
125 Southern Pine mills in this group showed unfilled orders 
of 217,704,550 feet at the end of last week, and 213,248,000 feet 
for 125 mills the preceding week. For 119 West Coast mills 
the unfilled orders were 307,976,581 feet, as against 319,362,863 
feet for 122 mills a week earlier. 

Of the 347 comparably reporting mills, last week’s ship- 
ments were 97 per cent and orders 98 per cent of actual pro- 
duction. For the Southern Pine mills by themselves these per- 
centages were 113 and 119, respectively; and for the West Coast 
group 86 and 83. 

Of the foregoing mills, 325 have a determined normal] pro- 
duction for the week of 211,812,779 feet, according to which 
actual production was 100 per cent, shipments 95 per cent, and 
orders 96 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Week 
Past _ 





Week, 1923 1924 (Revised) 
RO: | wad soausemeseewena 3 392 371 
Production 220,217,912 246,179,768 226,712,156 
Shipments 214,334,545 238,411,992 232,551,215 
Orders (new business).... 215,500,526 223,522,240 220,237,827 


The following figures compare the reported lumber move- 
ment for the first forty-three weeks of 1924 with the same 
period of 1923: 


Production Shipments Orders 
BEDE svescsessonesaeennced 10,156.869,627 10,057,613,013 9,736,658, 920 
BUG .nvwsddseientceeceewoer 10,581,778,699 10,539,124,168 10,018,676,795 
1924 Decrease ..........%- 424,909,072 481,511,155 282,017,875 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Sixteen of these mills reported a cut of 
17,265,000 feet last week, shipments 14,518,000, and orders 11,- 
901,000. The reported cut represents 41 per cent of the total 
of the California Pine region. 





GRAIN EMBARGO ASKED 


The joint terminal grain committee of the Northwest Re- 
gional Advisory Board, at a meeting in Minneapolis, October 25, 
adopted a resolution urging the railroads to place embargo on 
grain and seed shipments for the Head-of-the-Lakes district 
from midnight, October 27, to midnight, November 1. ; 

The committee reported that there was on hand in this dis- 
trict and in transit thereto, 15,011 cars of grain and seeds, on 
the morning of October 25. The total daily loads going into the 
district for ‘the seven days immediately preceding was 1,805 
cars. The unloading capacity at elevators is only about 1,400 
a day when all are in operation and some of them were full and 
could not unload any Cars. 

At Minneapolis and St. Paul there were about 5,200 cars of 
grain, while the daily demand had been less than the daily re 
ceipts and the elevators at the Twin Cities were practically 
full. The committee also urged that no reconsignments be 
made into the embargo district while the prohibitive measure 
was in effect, nor should shippers be allowed to load cars and 
hold them on track. 





EXTENSION OF TEXAS LINE 
The Houston & Texas Central has applied to the Commis- 
sion for authority to build approximately eight miles of exten- 
sion or second track in Dallas county, Tex., to prevent conges- 
tion of traffic in and about Dallas, Tex., and to promote effi- 
ciency and economy in applicant’s operation. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and s of National Reporter 
( ublished by West Taste egy 


o., St. Paul, Minn. 


System, pu' - 
74 Copyright by West Publishing Co.) 





To Constitute “Seaworthiness,” Vessel Must Be Fit to Carry 

Cargo It Has Undertaken to Transport: 

(Circuit Court of Appeals, Second Circuit.) The test of 
“seaworthiness” is whether the vessel is reasonably fit to carry 
the cargo she has undertaken to transport—The Sagamore, 
Roessler & Hasslacher Chemical Co. vs.-Nypania Transp. Co., 
Inc. New York & New Jersey Steamboat Co. vs. Same, 300 
Fed. Rep. 701. 

Implied Warranty of “Seaworthiness” in Charter Includes Abil- 
ity to Carry Full Cargo: 

The law implies a warranty of “seaworthiness” of a vessel 
for the purpose for which she is chartered, which includes 
her ability to carry the full cargo which her measurements and 
tonnage entitle her to carry, and the owner is responsible for 
her failure to do so.—Ibid. 

Sinking of Steam Lighter Under Charter Held Due to Unsea- 
worthiness: 

The sinking of a steam lighter, after she had been loaded 
by the charterer and had moved to her unloading pier, held 
not due to overloading, or improper loading, but to leakage 
through openings in her hull, which, when she was loaded, 
were below the water line, and which rendered her unsea- 
worthy.—Ibid. 

Charterer Not Liable for Failure to Return Vessel in Good 

Condition, Where Due to Her Unseaworthiness: 

Failure of a charterer to return the’ vessel in good condi- 
tion, as required by the charter, is not a breach of the contract, 
when it was due to her unseaworthiness, and where she was 
unseaworthy the burden rests on the owner to prove that the 
disaster which happened was not due to that cause.—Ibid. 


Effect of Guaranty of Charter Contract Stated: 

A guaranty of performance by a charterer of the charter 
contract held to extend no further than to the obligation of the 
charterer to pay the hire and to return the vessel in the good 
condition required by the charter party.—Ibid. 

Recovery for Loss of Cargo Held Limited to Amount of Insur- 
ance Thereon: 

Where a charterer agreed to carry insurance sufficient to 
protect the cargo owner, the owner of the vessel, and itself, vut 
by agreement between the parties the owner of the cargo 
procured the insurance thereon, its right to recover from the 
charterer for loss of the cargo held limited to the amount of 
the insurance.—Ibid. 


Charterer Held, Under the Circumstances, Primarily Liable for 

Loss of Cargo Through Unseaworthiness of Vessel: 

Where a charterer contracted to carry cargo insurance suffi- 
cient to fully protect the vessel owner, as well as owner of 
the cargo, which contract was guaranteed by the cargo owner, 
the charterer held primarily liable for loss of the cargo, though 
it was caused by unseaworthiness of the vessel.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Re 


porters 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


and eAepste of National R: 





REGULATION OF COMMON CARRIERS 


Rule Stated as to Law Governing Determination of Issues 
Regarding Freight Charges in Interstate Commerce: 
(Supreme Judicial Court of Massachusetts, Suffolk.) Issues 

in action respecting charges for transportation in interstate 

commerce must be decided according to paramount United 

States statutes so far as they are applicable, and according to 

common law where not controlled by such statutes.—American 

Ry. Express Co. vs. Mohawk Dairy Co., 144 N. E. Rep. 721. 

Carrier and Shipper Free to Contract as to Who Shall Pay 
Transportation Charges for Interstate Shipment: 

_ Interstate commerce act (U. S. Comp. St., sec. 8563 et seq.) 

imposes no obligation on particular party to pay transportation 

charges, and, tariff not providing by whom charges for inter- 
state shipment must be borne, carrier and shipper are free to 
contract, subject to rule against discrimination.—Ibid. 

Rates on Interstate Shipment, Established by Schedules Filed, 
Must Be Collected: 

Lawful rate on an interstate shipment, as established by 
rates and schedules filed by carrier, must be collected.—Ibid. 
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Case on Report Considered as Involving Only Question of Law, 

Where So Presented and Argued: 

Where parties agreed in superior court there was no issue 
of fact for jury, and case on report has been presented and 
argued by both parties on theory that pure question of law is 
raised, it will be considered and decided on that footing.—Ibid. 
Express Receipt Marked “Collect” Indicated that Shipper and 

Carrier Intended Consignee Should Pay Charges: 

Express receipt, by word “collect” on its face, indicated 
that shipper and carrier intended consignee should pay trans- 


- portation charges.—Ibid. 


Evidence Held Not to Show Consignee Assumed Obligation to 

Pay Charges: 

Evidence held not to show that consignee of empty milk 
cans, though owner thereof, had assumed by his conduct obli- 
gation to pay charges.—Ibid. 

Shipper Impliedly Agrees to Pay Transportation, in Absence of 

Definite Agreement: 

In absence of definite stipulation on point, it is implied 
that carrier agrees to carry goods and shipper agrees to pay 
— charges, and this applies to interstate shipment. 
—Ibid. 
Ownership of Goods Not Conclusive Factor in Determining Lia- 

bility for Freight Charges: 

Ownership is important in connection with other factors 
in determining liability for transportation charges, but apart 
from other considerations is not decisive.—Ibid. 

Consignee Presumptively Owner of Goods: 

The consignee in contracts for transportation of goods by 
common carrier is presumptively owner of the goods.—Ibid. 
Rule Stated as to Obligation of Consignee to Pay Transporta- 

tion Charges: 

In absence of express contract binding him, or necessary 
implication to that effect, consignee is not liable for trans- 
portation charges, his obligation to pay commonly resting on 
acceptance of goods, when transportation has ended, which 
obligation is coextensive with charges legally due.—Ibid. 
Return of Empty Milk Cans After Contents Have Been Used 

Proper Subject for Custom: 

Return of empty milk cans by consignee of full cans and 


carrier after contents have been used is proper subject for 
custom,.—Ibid. 


Consignor of Empty Milk Cans Held Not Authorized to Bind 

Consignee to Pay Charges: 

Where it was custom of express company to return empty 
milk cans to defendant owner in Boston without charge, and 
consignee of full cans, in violation of custom, delivered empty 
cans back to carrier to be taken to point in New Hampshire, 
where defendant had a place of business, and defendant re- 
fused to accept them, defendant was not liable for transporta- 
tion charges to point in New Hampshire.—Ibid. 

Tag on Empty Milk Cans Not Shipping Direction as Matter of 

Law: 

Tag on empty milk cans held not to be regarded as matter 
of law as shipping direction on the part of the owner shipper, 
when returned to express company by consignee after emptying 
them.—Ibid. 

Agent of Limited Powers Cannot Stretch Them to Include Sub- 
jects Not Within Apparent Scope: 

Agent of limited powers cannot stretch them to include 
subjects not within their apparent scope, and persons dealing 
with agent of obviously limited powers are bound to act ac- 
cordingly.—Ibid. 

In Action for Demurrage, Question as to Whether Shipment 

Through or Local Held for Jury: 

(Supreme Court of North Carolina.) In an action by rail- 
road against shipper for demurrage, defended on ground that 
shipment in question was through, and not local, shipment, evi- 
dence held sufficient to go to jury.—Norfolk & S. R. Co. vs. 
Albemarle Fertilizer Co., 124 S. E. Rep. 127. 

Custom as to Treating Shipments as Through Held Admissible 
in Action for Demurrage: 

In action by railroad for demurrage, defended on ground 
that shipment was through one, admitting evidence for defend- 
ant tending to show custom between parties to treat dealings 
with plaintiff as through, and that defendant had nothing fur- 
a to do with them after delivery to plaintiff, held proper.— 
Ibid. 

Conveyance of Passengers and. Baggage on Interstate Route 

Held Interstate Commerce: 

(Supreme Court of Montana.) A carrier carrying passen- 
gers and baggage between points located in different states 
was engaged in interstate commerce.—lInterstate Transit Co. 
vs. Derr, Co. Atty., et al., 228 Pac. Rep. 624. 

Statute Relating to Passenger Traffic by Motor Vehicles Held 
to Apply to Interstate Commerce: 

Laws 1923, c. 154, regulating passenger traffic by automo- 
biles, of which section 10 provides that the act shall not apply 
to commerce among the states, except as permitted by the 
Constitution of the United States and the acts of Congress, 
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applies to interstate commerce so far as the Constitution and 

the acts of Congress permit.—lIbid. 

Interstate Commerce Act Held Not to Apply to Traffic by Mo- 
tor Vehicles: 

The interstate commerce act (U. S. Comp. St., sec. 8563 
et seq.), passed in pursuance of Const. U. S., art. 1, sec. 8, 
does not assume to regulate interstate commerce by motor 
vehicles, though Congress has the right to occupy this field.— 
Ibid. 

State May Not Regulate, Prohibit, or Burden Interstate Com- 
merce: 

State may not directly regulate, prohibit, or burden inter- 
state commerce.—lIbid. 

All Reasonable Police Regulations Not in Conflict with Acts 
of Congress May Be Applied to Interstate Commerce: 

All reasonable regulations, properly within the police power 
of a state and not in conflict with any act of Congress, may 
be applied by the states to carriers engaged in interstate com- 
merce.—Ibid. 

Reasonable Regulations as to Registration, License Fees, Etc., 
of Motor Vehicles Engaged in Interstate Transportation 
Held Within Power of State: 

All reasonable regulations with reference to registration, 
license fees, and the like, such as are contained in Laws 1923, 
c. 154, relating to transportation by motor vehicles, are within 
the power of the state, and apply to automobiles engaged in 
interstate traffic—lIbid. 

Board of Railroad Commissioners Held to Have Authority to 
Administer Act Relating to Transportation by Motor Ve- 
hicles: 

Board of Railroad Commissioners, to whom Legislature has 
delegated authority, has power to administer Laws 1923, c. 154, 
relating to transportation by motor vehicles, and to impose 
reasonable and impartial regulations in use of highways for 
transportation of passengers and freight by automobile.—lIbid. 
Board of Railroad Commissioners Must Have Evidence Before 

It; and May Not Act Arbitrarily or Capriciously: 

In administering Laws 1923, c. 154, relating to transporta- 
tion by motor vehicles, the Board of Railroad Commissioners 
must have sufficient evidence before it to justify its decision, 
and may not act arbitrarily or capriciously.—Ibid. 

Summary Refusal of License to Operate Motor Vehicles for 
Transportation Held Arbitrary and Improper: : 
Board of Railroad Commissioners held to act arbitrarily in 

denying without a hearing a license to carry on transportation 
by motor vehicle, under Laws 1923, c. 154, on the ground that 
its issuance would injuriously affect other licensees, and in 
summarily denying an application for a permit to operate be- 
tween two other points.—lIbid. 


FAILED TO GIVE WRITTEN NOTICE 
The Trafic World Washington Bureau 


In an opinion by Mr. Associate Justice Brandeis in No. 44, 
James C. Davis, plaintiff in error, vs. George D. Henderson, 
the Supreme Court of the United States this week reversed 
the Supreme Court of Arkansas. In delivering the opinion, 
Justice Brandeis said: 


Henderson, a shipper of cattle, brought this suit in a state court 
of Arkansas against an interstate carrier then under federal con- 
trol. The cause of action alleged was failure to furnish a car within 
a reasonable time after notice. The carrier defended on the ground 
that the shipper had not complied with a rule, approved. by the 
Interstate Commerce Commission, and contained in its tariff, which 
provided that orders for cars must be placed with the local agent 
in writing. Written notice was not given. The plaintiff was permitted 
to testify that he had notified the station agent orally and that the 
latter had accepted his oral notice. The trial court refused to in- 
struct the jury that the shipper could not recover without proving 
a notice in writing. Exceptions were duly taken. The plaintiff got 
the verdict; and the judgment entered thereon was affirmed by the 
highest court of the state (157 Ark. 43). The carrier brought this 
writ of error; and, also, filed a petition for a writ of certiorari, con- 
sideration of which was postponed until the hearing on the writ of 
error. The former must be dismissed. Act of September 6, 1916, c. 
448, sec. 2, 39 Stat. 726. The writ of certiorari is now granted. 

There is no claim that the rule requiring written notice was 
void. The contention is that the rule was waived. It could not be. 
The transportation service to be performed was that of common 
carrier under published tariffs. The rule was a part of the tariff. 
Georgia, Florida & Alabama Ry. Co. vs. Blish Milling Co., 241 U. S. 
190, 197; Missouri, Kansas & Texas Ry. Co. vs. ard, 244 U. S. 
383, 388; Davis vs. Cornwell, 264 U. S. 560, 562. Writ of error dismissed. 
Writ of certiorari granted. Judgment reversed. 


Other Supreme Court Action 


The court granted a petition for a writ of certiorari in 
No. 642, Chesapeake & Ohio Railway Company, petitioner, vs. 
Westinghouse, Church, Kerr & Co., Inc., and No. 643, Walker 
D. Hines, late Director-General of Railroads, petitioner, vs. 
Westinghouse, Church, Kerr & Co., Inc. The cases were 
brought to recover for amounts alleged to have been due for 
services rendered respondent by an engine crew under contract. 
The actions were defended on two grounds: 


1. The service performed by the rented engine and crew was a 
service which the petitioners were under obligation to render under 
the “‘line-haul” freight charge under tariffs duly filed with the In- 
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terstate Commerce Commission, and, therefore, the contract was 
without a lawful consideration; and, 


2. The contract for the rental of the engine and crew violated 
the interstate commerce act, and a similar law of the state (Vir- 
ginia), forbidding undue preferences or special contracts for an ex- 
pedited service. 


The Supreme Court of Appeals of Virginia, according to 
petitioners, disposed of the case on the first ground, and held 
the contracts void because the engine and crew were used “in 
the performance of a transportation service in spotting these 
cars, for which service the company has been fully paid in 
the line-haul rate.” : 


Petitioners said the question involved was: 


Whether a contract by a carrier for the rental to a shipper of 
an engine and crew, which are thereupon put under his exclusive 
control, is void, because the engine and crew are used by the shipper, 
at his own convenience, in the performance of a transportation service 
included in the ‘‘line-haul” freight charge. 


Petitioners contended that it seemed that under decisions 
of the Supreme Court carriers were permitted to enter into 
special contracts for this kind of service. 

In No. 621, James C. Davis, petitioner, vs. Northern Indus- 
trial Chemical Co., the court denied the petition for a writ of 
certiorari. The Supreme Judicial Court of Massachusetts gave 
the chemical company judgment for damage to a carload ship- 
ment of 100 barrels of castor oil, shipped from Seattle to West 
Barrington, R. I., in 1918. 

In No. 639, Fred F. Walz, petitioner, vs. C. M. & St. P., 
the court dismissed the petition for a writ of certiorari. Lower 
courts held against Walz in a personal injury case. 

The court again refused to review the case in which former 
employes of the Santa Fe were convicted of criminal con- 
spiracy in connection with abandoning their train in California 
when the railway shopmen’s strike was on in 1922. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of fifteen leading fruits and vegetables totaled 
30,070 cars the week ended October 25, a decrease of approxi- 
mately 2,000 cars, as compared with the loading of the pre- 
ceding week, according to the weekly statement of the Bureau 
of Agricultural Economics of the Department of Agriculture. 


The totals from the weekly summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Oct. Oct. Oct. This Sea- Last Sea- Total 
19-25, 12-18, 21-27, son to son to Last 
1924 1924 1923 Oct. 25 Oct. 27 Season 
— saan States): 


eee 3,458  *3,655 5,169 *19,779 27,309 63,036 
Act Yeast States): 


ME ucaboeevad 5,003 *5,390 6,393 *28,485 *41,459 *75,055 
Cabbage: 
 niuscaes 1,308  *1,328 1,920 *27,112 24,513 37,013 
Cauliflower: 
EE Wawencaus 97 *117 108 *582 572 4,239 
Celery 
eee 552 *503 599 *10,256 9,476 *16,872 
Grapes: 
ere 6,923 *8,525 4,764 *56,914 54,633 65,336 
Grapefruit: 
a 446 235 369 *745 2,219 *19,989 
Lemons: ; 
Se 107 72 172 1,031 1,166 12,001 
Lettuce (Old Crop): 
___. BPE Meetee 220 196 380 38,076 26,868 27,797 
Lettuce (New Crop): 
MN snnaanme 311 209 125 806 376 *38,076 
Mixed Vegetables: 
arr ars 377 440 322 *24,261 20,921 23,913 
Onions: 
Tota 


DS t.e-ea meee 1,035 *1,027 983 *16,955 16,512 *29,514 
Oranges (Old Crop): 
Total 4 











stare Aneeaiseen 514 262 *77,208 71,407 71,507 
Oranges (New Crop): 
eee 5 8 282 53 941 77,208 
Pears: 
eee 509 *551 483 *13,997 17,598 18,472 
Sweet Potatoes: 
ET ecaasn gaa ee 667 *766 583 *6,838 7,363 *18,939 
Tomatoes: 
eee 322 *604 222 *24,403 23,307 24,233 
Summary Potatoes: 
Leading Sec- 
tions, Late 
—a eesmed 8,117 7,704 7,552 46,498 64,669 193,302 
Other Sections, 
Late Crop. 127 183 118 16,435 12,633 15,119 
Early Crop ... 4 3 | 50,044 33,307 *33,391 
RO esc 8,248  *7,890 7,671 112,977 110,609 241,312 


COMMISSION OFFICES CLOSED 
The Commission’s offices, as well as those of other gov- 
ernment departments, were closed October 27 from 9 a. m. to 


1 p. m. on account of the death of Secretary Wallace of the 
Department of Agriculture. 
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MARINE PLANS SUGGESTED 


The Trafic World New York Bureau 


Preferential legislation for American shipping in the form 
of customs rebates, tonnage taxes, discriminatory duties, divi- 
sion of immigration and other measures, is suggested by the 
National Merchant Marine Association in a draft of a bill 
submitted to its members for consideration. With replies from 
steamship officials now in hand, the association is expected 
to reach a final decision before Congress convenes and to have 
ready at that time a plan to offset the handicaps under which 
American vessels are operating. 

It is understood that this measure will be introduced by 
Senator Joseph E. Ransdell, president of the Association, who 
is a member of the Senate committee on commerce and has 
long been interested in merchant marine affairs. 

The principal features of the tentative bill, copies of which 
were obtained this week, are as follows: 


1. Issuance to exporters and importers of goods moving in 
American bottoms of certificates representing 40 per cent of the ocean 
freight charges, which may be used in the payment of customs duties. 
This practice to be discontinued when 60 od cent of the foreign trade 
of the country is carried in American ships. 

2. A discriminatory tariff of 10 per cent ad valorem on all goods 
imported in foreign vessels. 

3. A discriminatory tonnage tax of 10 cents a net registered ton 
on all foreign vessels entering the United States. 

4. All government employes and freight to move in American 
— st practicable. 


ne-half of all immigrants to the United States to be trans- 
ported in American vessels. 

6. Only vessels built in the United States, with minor excep- 
tions, to be admitted to American registry for the foreign trade. 

7. A merchant marine naval reserve to be established along 
lines previously suggested. Officers and men to serve two months 
out of twelve on naval vessels, during which they will receive the 
pay of corresponding ranks in the navy, and in addition the officers 
to receive one month’s base pay annually and unlicensed personnel 
to receive $120 to $180 a year. 

8. Repeal of laws and abrogation of treaties conflicting with 
the provisions of the proposed legislation. 


The fact that the National Merchant Marine Association 
has made these suggestions to its members for discussion does 
not mean necessarily that the association is committed to the 
plan as it stands. This will be determined as a result of the 
replies returned. 

It was learned also that one of the resolutions to be dis- 
cussed at the annual meeting of the American Marine Asso- 
ciation will be a resolution urging the President to call a con- 
ference of all maritime nations for the purpose of eliminating 
all shipping discriminations and reaching an agreement for 
division of the world’s trade among the existing mercantile 
fleets. The association will meet on. November 12. 

Removal of all legislative restrictions on American ship- 
ping so that shipowners in this country can compete with for- 
eign lines on at least an equal basis, and centralization of all 
governmental shipping activities in a new Department of 
Marine are the outstanding features of suggestions submitted 
to the American Steamship Owners’ Association by the Dollar 
Committee composed of Pacific Coast officials. 

These recommendations, together with other plans ad- 
vanced by the National Merchant Marine Association, the ship- 
builders, and various individuals, such as President Cary W. 
Cook of the American Hawaiian Line, will be taken up for con- 
sideration shortly by the shipowners’ association. An effort 
will be made to determine a marine legislative program on 
which the industry can unite in submitting its views to Con- 
gress this winter. 

Opinions expressed by the committee headed by Capt. Rob- 
ert Dollar differ from the Cook plan chiefly in that the latter 
insists upon liquidation of the Government fleet. The Dollar 
Committee makes no reference to the Fleet Corporation except 
to recommend that all shipping functions shall be consolidated 
under a Secretary of Marine. 

The shipowners’ association now has before it suggestions 
representing the points of view of two Pacific Coast groups. The 
Cook plan was defeated by a majority vote in the Pacific Steam- 
ship Owners’ Association last summer, with the result that Mr. 
Cook forwarded his own plan, while a special committee, with 
Capt. Dollar as chairman, was appointed to set forth the opin- 
ions of the majority. 

In urging removal of legislative restrictions the Dollar 
Committee would wipe out the fifty per cent duty on repairs 
made abroad on American ships, would remove limitations on 
employment and maintenance of crews, would allow foreign 
built ships to be admitted to U. S. registry, and would revise 
the navigation laws to conform with those applied by the fore- 
most maritime nations. 

The Dollar Committee puts forth no request for national as- 
sistance except that it assumes that the protective coastwise 
laws shall be maintained as at present. The recommendations 
refer only to the overseas trade. It is the belief of the com- 
mittee that with these handicaps eliminated, the American mer- 
chant marine will begin to make headway. 

While this plan will be considered by the shipowners’ as- 
sociation, and will find support from a number of members, it 
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is thought doubtful if it will be approved without change. Other 
branches of the industry will not give it their endorsement. 
The shipbuilders, for instance, have taken an attitude in favor 
of a strong protective policy. There is little likelihood, it is 
thought, that the marine officers and unlicensed personnel will 


give up the benefits they have gained through the Seamen’s Act 
and other legislation. 


OCEAN CHARTER RATES WEAKER 


The Trafic World New York Bureau 

While the lull in the ship charter market continued through- 
out the week and rates weakened an average of one to two 
cents, shipowners and brokers expressed confidence that the 
present reaction was only temporary, due to previous excess of 
aca and the upward swing may be resumed at any 

me. 

The period of digestion has continued longer than many 
traders anticipated, with the result that a number of the more 
cautious shipowners have hastened to fix their ships at the 
prevailing lower level of rates. This softness has been accen- 
tuated by the offerings of others who had taken space previ- 
ously as a speculation and were inclined either to take profits 
or reduce their commitments. 

Shipments of grain to Continental Europe were negligible. 
Most of the business consisted of Montreal-Mediterranean fix- 
tures, which are now increasing. Conflicting reports from Mon- 
treal on harbor congestion served to confuse the situation to 
some extent. News dispatches said that around 50 vessels were 
awaiting opportunity to load or discharge, while the port offi- 
cials + ees that the easy movement of grain was uninter- 
rupted. 

Lunham & Moore, in their weekly report, advised shippers 
to take advantage of the present reaction to cover their re- 
quirements, pointing out that while rates were lower for im- 
mediate business they were higher for November and Decem- 
ber. This was taken to mean that shipowners are confident 
that the advance will be resumed shortly. 

Funch, Edye & Co. admitted that the expected revival had 
not yet materialized, but said the recession was not likely to 
make much headway because of the certainty that European 
purchases would be renewed in the near future. 

The coal trade was slightly weaker. One vessel was fixed 
to Italy at $3.40 a ton, another at $3.25, and a third to Rio at 
$3.30. The South American rate previously had been around 
$3.50 a ton. 

The West Indian time charter trade was more active. Sev- 
eral medium size vessels were chartered at $1.35 to $1.65 for 
four to twelve months’ periods. 

The general level of grain rates was as follows: 


United Kingdom (Quarter): Hamburg-Bremen (100 Ibs.): 


| eee 3/9 to 4/- Montreal ......... 16%c to 17c 
eRe Ree aI: 4/6 ae ee 18l%c 
re 3/6 PINS oo Sevvcess 15%c to 16c 
Antwerp-Rotterdam (100 Ibs.): Mediterranean (100 Ibs.): 
BROMGTORL cc ccocce 15%c to 16c PRORUIOE .cccceccs 20c 
a, Se 174%ec ere 2lc to 21%c 
RAPAIAG. vesceccces 14%c to 15c RES occiesveses 18c to 18%c 


Shipowners are asking the following grain rates for future 
full cargo shipments: 





Nov. Dec. Jan. 
Ee ae RRS ae er 3s 6d 3s 3d 3s 0da3s 3d 
RE er reer cee 3s 3da3s 6d 3s 6d 3s 0da3s 3d 
ON OO Oe 3s 6d 3s 6d 3s 3d 
MET o...2.,.1,.1oy orl preiciecSiek b prince oie 3s 6d 3s 6d 3s 6d 
DDS 856 Been abide ab dows twhadblnsinabies 4s 0d 4s 0d 4s 0d 
EE, iiasacieie nw sis ad edswiere 510 oS eae 3s 6d 3s 6d 3s 6d 
FO RR Te Tee 16¢ 16c 16c 
DEE. cbse ows esc cae eee ceen we 16c 16c 16c 
Sa ae eee eer eis 16c 20¢c 20c 
Hamburg ons dat 17c 17c 
IN 1d, BR 6 ace oa ois hoe Vee adnes 26's 19c 21c one 
REE Sanclepc-ctasaie co asian Semiemaeaes 15¢ 18¢ 
DEE Wied lechwbwnccallss oe eee eee cee es 15¢ 18¢ 
LE EC PE Lore Are 24c 
GET Ma's o-duinrremedeSiss dea eiee cepa ee’ 19¢c 


The United States Intercoastal Conference has agreed on 
a reciprocal arrangement whereby the westbound advisory com- 
mittee will be allowed to give its opinions on all proposed 
changes in westbound rates, and a similar committee in the 
east will pass on all proposed changes in eastbound rates. Au- 
thority to make changes is retained by the conference. 

John E. Cushing, traffic manager of the American Hawaiian 
Line, who met with the conference in New York on this ques- 
tion, said the agreement was satisfactory to the Pacific Coast 
interests, and the westbound committee would begin to func- 
tion at once on this basis. The only dispute, he said, had arisen 
from the fact that under the previous system the westbound com- 
mittee was not allowed to advise on rate changes proposed in 
the east. 

S. W. Anderson, secretary of the American Hawaiian Line, 
has been elected chairman of the U. S. Intercoastal Conference 
for three months to succeed W. F. Taylor, vice-president of the 
Pacific Mail. 
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Announcement is made of the resignation of Yoneijiro Ito, 
president of the Nippon Yusen Kaisha, as a result of the re- 
cent dispute within the ranks of the company. A special meet- 
ing is to be called in Tokio early in November to nominate a 
successor, who is expected to be Takeshi Shirani, former pres- 
ident of one of the larger steel plants and a government offi- 
cial in various capacities. 

The new West Coast of Italy Conference, at its regular 
meeting this week, adopted a resolution restricting payment of 
brokerage fees to bona fide brokerage firms and individuals, 
holding that those directly or indirectly maintained by shippers 
are not entitled to commissions. Another resolution adopted 
by the conference was to the effect that letters of indemnity 
from shippers will not be accepted in lieu of clean bills of 
lading. 

In order for shippers to obtain the privilege of split de- 
livery of shipments as adopted by the U. S. Intercoastal Con- 
ference recently, it is necessary that shipments move from the 
shipper to one consignee, the on-carrying charge being 25 cents 
per 100 pounds. Prior to this ruling a shipper with cargo con- 
signed from the Atlantic coast to San Francisco who desired 
part of it to be delivered at another Pacific port had to agree 
for delivery of the freight at the port to which it was con- 
signed. Now, on payment of the extra charge, the steamship 
line will carry part of the consignment to another port. 


PALMER RETURNS FROM TOUR 


The Trafic World Washington Bureau 


President Palmer, of the Fleet Corporation, returned to 
Washington this week from a tour of the corporation’s inland 
offices at Detroit, St. Louis, and Cincinnati. He said increasing 
interest was being manifested throughout the middle west in the 
services of Fleet Corporation ships in anticipation of a greatly 
increased flow of foreign trade in the near future. 

The officials stationed in the inland offices are getting both 
exporters and importers “lined up” for American ship services, 
Mr, Palmer said. He said the shippers were taking a real inter- 
est in the services. In one case bought to his attention, he 
said, the American service resulted in new business abroad for 
one firm. He said consolidation of servces had left the impres- 
sion that the services were now on a permanent basis. Im- 
porters, he says, are beginning to request that their shipments 
move in American vessels. He said that was a most important 
development because of the necessity of American vessels 
getting return cargoes. 

The outlook for increased passenger business in 1925 is 
promising, Mr. Palmer said. Arrangements are being made by 
the United States Lines to give special attention to those who 
will go to Rome next year on account of “Holy Year.”  Pil- 
grimages are made to Rome every twenty-five years in “Holy 
Year.” Plans also are being extended in connection with vet- 
erans’ tours in France and student tours in Europe generally, 
Mr. Palmer said. The Fleet Corporation makes a flat rate to 
war veterans and members of their families for a trip to the 
battlefields of France and return. 


BOARD MAY REJECT DIESEL BIDS 


The Trafic World New York Bureau 


Probability that the Shipping Board will reject most of the 
bids for Diesel engines opened last week and will convert only 
a few steamships to motor drive, instead of the twelve contem- 
plated in the original program, was expressed in New York by 
Capt. R. D. Gatewood, manager of the division of maintenance 
and repairs, who has charge of this work. 

Offers made by the engine building companies ranged from 
$75 to $130 a horsepower unit. Study of the figures indicates 
that if the board proceeds with its $25,000,000 conversion pro- 
gram on this basis the cost of the refitted vessels will be around 
$60 a deadweight ton, which is considered so high as to hold 
out little prospect for sale of the ships to private companies. 

“The bids are not bargains,” said Capt. Gatewood. “They 
are unquestionably high—perhaps not unreasonably so—but sufii- 
ciently to make it a grave question whether we can undertake 
conversion on a large continuing scale. We have to consider 
the whole program, and especially the resale value of the ships.” 


IMPORTANCE OF TEXAS PORTS 


“The extensive territory served by the Galveston Bay ports 
in connection with our foreign trade is probably not generally 
realized,” the Board of Engineers for Rivers and Harbors says 
in a statement announcing completion of a report covering 
the ports of Galveston, Houston and Texas City. The report 
was prepared by the Corps of Engineers of the U. S. Army 
in co-operation with the Shipping Board. It is the sixth of a 


series on the ports of the Unted States. Continuing, the board 


says: 


In the recent past there has been much interest manifested in 
the movement of grain through our various ports. Figures contained 
in the present report show that during the calendar year 1921, the 
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record year to date, Galveston exported 2,570,000 short tons of wheat, 
which was the highest of any salt-water port in the country. This 
came from twenty-two states, though much the larger share was 
from Oklahoma, Kansas, Texas and Missouri. The section from 
which grain was exported through Galveston includes Californjs, 
Washington, Idaho, Utah and Wyoming on the west; Minnesota. 
North and South Dakota on the north, and Illinois, Arkansas, Lou- 
isiana and Tennessee on the east. Every state lying within the area 
of surplus wheat production contributed to the shipments. 

The report throws light upon the reasons for the extensive move- 
ment of grain through Gulf ports. The distance from -Galveston to 
Liverpool averages about 1,500 miles farther than from North Atlan- 
tic ports, or from five to six days’ additional sail for the average 
freight vessel, but this apparent handicap is offset by favorable rai] 
rates, and by peculiarities of the shipping situation. One of these 
is the large amount of cotton which moves through Gulf ports. 
Cotton is a valuable product which can stand rather a high ocean 
freight rate. Due, however, to its low specific gravity, even when 
given high density compression, it is not desirable to move this com- 
modity in full cargoes, as a vessel when fully loaded with cotton will 
be several feet short of reaching her load line. Bottom cargo of 
some heavy_ commodity, such as grain, is therefore sought by ves- 
sels engaged in the cotton trade. On such heavy material very low 
rates can be offered, because the profits are mainly derived from the 
cotton and general cargo. This situation is a factor in the move- 


ment through Gulf ports not only of grain but also of other heavy 
commodities, such as iron and steel prodycts. 

Houston occupies an almost unique position among American 
ports. Situated on Buffalo Bayou, approximately fifty miles from 
the sea, it has grown from an inland point inaccessible to ocean 
traffic to its present position as an important gateway for import and 
export trade. Notwithstanding the existence near the mouth of its 
channel of the important and flourishing ports of Galveston and 
Texas City, Houston has been able to attract large numbers of ves- 
sels up its necessarily restricted channels, due largely to the enter- 
prise of the city and its position as a railroad center. The remark- 
able development of its ocean trade is an illustration of the tendency 
of ships to move inland in search of cargoes. 

Texas City, perhaps not so well known to the public in general, 
is a very important port for certain classes of trade, particularly 
cotton, sulphur and petroleum products. 


_ 


MARINE ENGINEERS FAVOR COOLIDGE 


The Ocean Association of Marine Engineers, at their reg- 
ular business meeting Tuesday night, adopted a resolution ure- 
ing election of Coolidge and Dawes, Secretary Bert L. Todd 
announced. 

Mr. Todd said that the marine engineers, along with other 
shipping interests, had suffered in the last five years of depres- 
sion, and that while none of the great parties had ‘spoken of 
any material assistance to shipping, they felt that it would be 
a bad policy to change at this time. 

“The policy of the Shipping Board under the present admin- 
istration has been one of fair treatment to the officers on 
American ships in general, and the one way in which the Amer- 
ican people can ever have a permanent merchant marine,” he 
said, “is through continuance of the Shipping Board. For these 
reasons the association feels that the best interest of its .mem- 


bership lies in the continuing in power of the present admin- 
istration.” 


LAKE-TYPE VESSEL SOLD 


President Palmer of the Fleet Corporation has announced 
the sale of the Lake Savus, a lake-type cargo vessel of 4,225 


deadweight tons, to the Clyde Steamship Company for $57,820 
cash. 


HOBOKEN PIER SITUATION 


President Coolidge has taken under consideration repre- 
sentations made to him by a delegation from Hoboken, N. J., 
in the interest of the purchase of Hoboken pier property heid 
by the United States by the city of Hoboken. The city claims 
it is losing $2,500,000 a year in taxes on the property. 


DECORATE FOR NAVY DAY 


President Palmer of the Fleet Corporation ‘instructed all 
Shipping Board operators to dress their ships in holiday attire 
in honor of “Navy Day,” October 27. 


GOVERNMENT RADIO SERVICE 


Arrangements have been effected whereby the Fleet Cor- 
poration’s radio staff in London will handle messages to the 
American commercial attache in London, President Palmer 


announced. This will effect a saving and improve the service, 
he said. 


CHAMBER OF COMMERCE MEETING 


Private ownership and operation of public utilities, under 
government regulation, was approved by a resolution adopted 
at the closing session of the mid-year meeting of the eastern 
division of the Chamber of Commerce of the United States 
last week. The resolution follows: 


The chamber has already declared itself to be in favor of private 
ownership and operation, under government regulation. ‘This position 
was taken after careful study and thorough consideration. Ques- 
tions in this field have been before the meeting. The facts which 
have been given with reference to them confirm the wisdom of the 
chamber’s position, and this eastern division meeting unqualifiedly 
declares in favor of that policy. 


~ 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 





FUNCTION OF THE TRAFFIC CLUB 


Editor The Traffic World: 

Your editorial in the October 25 issue of The Traffic World 
entitled “Platform of the Traffic Clubs,” I fee] is in some ex- 
tent the other extreme of the position taken by Mr. Baldwin 
and that there is a middle ground that deserves consideration. 

First, the traffic clubs were originally organized generally 
for social purposes and to bring together local railroad and 
shipper representation, and I believe that the effect of such 
activities has been mutually beneficial. 

With comparatively few exceptions the membership of 
traffic clubs is not composed, as to its railroad representation, 
of men who deal with legislative matters, and in similar extent 
shipper membership is in the same class, and the extent to 
which traffic clubs as individual units have gone beyond the 
social feature has been largely confined to matters of purely 
local character, and beyond which they should not go. 

The National Association of Traffic Clubs probably repre- 
sents the best thought of all of the clubs of America, but it 
does not change the picture in so far as its influence may be 
of value or otherwise; that is, that any resolution coming from 
an organization composed jointly of shippers and railroads, 
irrespective of its merit, will be seized upon by the critics, 
whom you class as the “demagogues in Congress,” as though 
it emanated solely from a railroad source. 

This would apply with equal force to a resolution coming 
from such organizations as regional advisory boards, and it is 
my view that a resolution coming jointly from the shippers 
and carriers would be classed by your political demagogues as 
public opinion molded by the railroads and would fall far short 
of its intended purpose regardless of its merit, other than that 
it would furnish ammunition for the use of the very individuals 
whom it was sought to favorably impress. In this extent I 
believe I am entirely in agreement with Mr. Baldwin. 

However, in the extent that the National Industrial Traffic 
League or any other organization composed entirely of ship- 
pers might by resolution or otherwise oppose such a piece 
of legislation as the Howell-Barkley bill, I think would carry 
the proper and intended force. As representing solely shipper 
opinion, certainly the “political brethren” would not accuse the 
National Industrial Traffic League of being railroad controlled, 
and, if they did, probably some of the members, who are na- 
tionally prominent in transportation matters and who could 
hardly be called pro-railroad, would take the trouble to set 
their minds at ease. 

In such an extent, the shipping public can exert valuable 
assistance to the railroads in opposing destructive measures 
of the character of the Howell-Barkley bill, the Gooding bill, 
and other pieces of destructive legislation of like character, 
and in the extent that the shipper organizations can consistently 
support the railroads, they, of course, should do so if for no 
other reason than their selfish interest in assisting the rail- 
roads in supplying adequate transportation for the commerce 
of the country. 

We are already encumbered with transportation class leg- 
islation that should, in the writer’s opinion, be repealed in 
the form of the Adamson law, section 15-A of the transportation 
act, and the law creating the present United States Labor 
Board, the latter having the mest merit in the extent that it is 
impossible to enforce its decisions. 

I believe that traffic clubs should function as social organ- 
izations and in the extent that local matters may properly 
be discussed and disposed of, but that the national organiza- 
tion of these clubs and other organizations of similar character 
should tread softly in respect to resolutions intending to influ- 
ence legislation, else they will probably accomplish more harm 
than good. 

R. L. Tuttle, Traffic Manager, 
American Box Board Co. 
Cedar Rapids, Mich., Oct. 27, 1924. 





Mr. Tuttle’s objections to the traffic clubs functioning as proposed 
through the Associated Traffic Clubs of America are two. Briefly, 
the first is that the members of traffic clubs are not capable of deal- 
ing with national problems. That is what we get out of his remark 
that, with comparatively few exceptions, traffic clubs are not com- 
posed of men who deal with legislation. And then he proceed 
farther on in his letter, to sve his own views as to certain nation 
legislation. Is he one of the few exceptions he has mentioned, or 
is what he says merely an unconscious illustration of the fact that 

c men, such as belong to traffic clubs, are capable of reasoning 
about national transportation legislation? Some of them, of course, 


sical 


are not. Even some men whose business is national legislation are 
not. But if the capable traffic man, either industrial or railroad, is 
not competent to say what our transportation laws should be, who 
is? And if we do not listen to him, to whom shall we listen? To 
whom would a conscientious legislator go for advice if he really 
wanted guidance? 

His second objection is that what the traffic clubs may do will 
be accounted railroad propaganda. Why will it? He does not make 
himself clear. It has been charged by certain persons that the 
traffic clubs are dominated by the railroads, but this has been 
indignantly refuted by the clubs—and, of course, they are not. 
Because some ignorant or malicious person may make such a charge 
is no reason for a conclusion that it will be the general opinion. 
There is no more reason to suppose that a charge of railroad propa- 
ganda against the National Industrial Traffic League would be re- 
futed “‘by some of the members, nationally prominent in transporta- 
ee ten a ace, —_ Ss etn A happen with respect 
Cs) e traffic clubs. ndeed, as happened, as we have said. 
—Editor The Traffic World. " ss 


Editor The Traffic World: 

The communication of C. B. Baldwin, in your issue of 
October 25, relative to the purpose and scope of the organiza- 
tions of traffic clubs, has been fairly and effectively answered 
in your editorial of the same issue. I assume that Mr. Baldwin 
speaks his own feelings and views without undertaking to rep- 
resent the majority of even his own club. That he does not 
speak the views of the majority, or, as I believe, even a small 
minority of the traffic club membership of the country, is evi- 
denced by the fact that there are approximately fifty clubs now 
in the organization of the Associated Traffic Clubs and that 
more than thirty clubs were represented by delegates at the 
recent meeting in Atlanta. Qualified by experience, I speak 
with some authority as to traffic clubs, and it is my opinion 
that a club which is content to devote all of its time and 
attention to purely social affairs is doing much less than its 
civic duty. Threatened, as we are, with radicalism, including 
government ownership, political rate making, and other per- 
nicious nostrums, a traffic club which deliberately contents 
itself with social affairs is equivalent to Nero fiddling while 
Rome is consumed. My experience is that while we have 
found time to deal with the broad questions, we have increased 
our social activities and there is no intention of abandoning 
such features. 

I agree that it is desirable to avoid questions that are 
highly controversial as between the various classes of the mem- 
bership of these organizations, and I know that it is the inten- 
tion of the Associated Traffic Clubs to avoid such issues. There 
are many broad subjects, such as the declaration of principles 
adopted at the Atlanta meeting, which may be approved by 
every class having any intention of constructive help and capa- 
ble of clear thinking. I cannot believe that many clubs will 
be content to overlook the present opportunities and confine 
their activities exclusively to social affairs. 

Charlton A. Swope, Secretary, 
; The Traffic Club of New York. 

New York, N. Y., Oct. 27, 1924. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

In the last few months we have had excellent samples of 
service rendered through the medium of the Wabash Railroad 
and the D. L. & W. 

A recent shipment of imported figs left New York in car 
D. L. & W. No. 38374, October 25, 1924, and arrived ready for 
delivery on the team track at 7 a. m., October 29, 1924. 

We consider that fourth morning team track delivery is 
remarkable good service and, therefore, feel that we should 
express our appreciation through the colmuns of your paper. 

Steele-Wedeles Company, 
By P. J. Ericksen, Traffic Manager. 





TELEPHONE COMPANY EARNINGS 


Seventy-two telephone companies having annual operating 
revenues in excess. of $250,000 had an operating income in 
August of $12,265,555, an increase of 19.7 per cent over August, 
1923, according to statistics compiled by the Bureau of Statis- 
tics of the Commission. For the eight months ended with 
August the operating income was $94,184,535, an increase of 
4 per cent over the same period of 1923. The number of 
company stations increased from 11,047,296 at the end of August, 
1923, to 11,856,544 at the end of August this year, an increase 
of 7.3 per cent. 
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The New York Central Railroad Company announces that 
Grant Clapperton is appointed general agent with headquarters 
at South Bend, Ind., vice Mr. E. H. Potter, who died. 


Charles M. Kittle, senior vice-president of the Illinois Cen- 
tral, has been made president of Sears, Roebuck & Company, 
succeeding Julius Rosenwald, who has been made’ chairman of 
the board of directors. A. E. Clift, vice-president, has been made 
senior vice-president of the Illinois Central. J. J. Pelley has 
been appointed to a vice-presidency to fill the vacancy caused by 
Mr. Clift’s elevation. 


W. W. Atterbury, vice-president in charge of operation, of 
the Pennsylvania, has been elected vice-president of the road. 
Elisha Lee, regional vice-president at Pittsburgh, has been made 
vice-president in eharge of operation. E. T. Whiter, regional 
vice-president at Chicago, has been transferred to Pittsburgh, 
and T. B. Hamilton, general manager of the northwest region, 
has been made regional vice-president at Chicago. It was stated 
that the election of Mr. Atterbury as vice-president, was tO 
assist President Rirea in the discharge of his duties and with 
a view to the retirement of the president in 1925. 


Beaman Hobbs has been made commercial agent of the Nor- 
folk Southern, at Raleigh, N. C. The commercial agency at 
Durham has been abolished. 


M. H. Strothman has been made supervisor of traffic of the 
Washburn Crosby Company, and C. C. Crellin has been made 
traffic manager. ‘ 


J. D. Collier has been appointed traffic manager of the Kal- 
man Steel Company, Chicago, succeeding C. E. Spangenberg, 
who has become traffic manager of the Keystone Warehouses, 
Buffalo, N. Y. 

J. W. Norcross will shortly resign as managing director of 
the Canadian Steamships Company and will be succeeded by 
T. R. Enderby, who has been with the company for several 
years, recently as general manager. 

C. M. Syder, former vice-president of the Hudson Shipping 
Company, has been appointed Philadelphia agent for the Kerr 
Steamship Line and the Roosevelt Line, effective November 1. 

J. F. Schumacher, formerly eastern manager for the Dollar 
Line, has been appointed assistant traffic manager for the Export 
Steamship Corporation. r 





DOINGS OF THE TRAFFIC CLUBS 


The Milwaukee Traffic Club will hold its annual turkey 


dinner and contests for turkeys November 17, at the Hotel 
Pfister. 





The Traffic Club of Memphis held its weekly luncheon and 
meeting October 28, entertaining delegates to the Southeast- 
ern Claim Conference. 





The Traffic Club of St. Louis met at luncheon October 27. 
F. Bustillo and J. J: Hanlon gave a talk and demonstration of 
memory practice, called “The Vizualization of Business.” The 
club will hold a dinner November 3. 





The Transportation Club of St. Paul met October 28. The 
Reverend W. C. Sainsbury was the speaker. . 





The Traffic Club of New York met October 28. Nomina- 
tions for officers were presented. The club will take part in 
welcoming the National Industrial Traffic League to the city for 
its annual meeting November 19 and 20. 





The Norfolk-Portsmouth Traffic Club met October 24 and 
elected the following officers: President, D. A. Dashiell; vice- 
president, H. L. King; vice-president, B. C. Prince; secretary, 
S. D. Hathaway; treasurer, R. C. Owen; members of the board 
of governors, H. C. Mitchell and C. W. Johnson. After the 
business session, W. A. Wallace, manager of the new Ford plant 
in Norfolk, spoke. 





The Traffic Club of Minneapolis held a “Pep-Fest” and 
luncheon meeting October 30. 





The Birmingham Traffic and Transportation Club’s board 
of governors met October 24 and elected the following officers: 
President, J. W. Stanfiel; first vice-president, E. F. Stoval; sec- 
ond vice-president, E. M. Cole; F. M. Kitchell as a member of 
the board of governors. ; 





The monthly meeting of the Jacksonville Traffic Club will 
be held in the club rooms, Hotel Seminole, at 8:00 p. m., No- 
vember 1. Representatives attending the Atlanta convention of 
the Associated Traffic Clubs of America will make reports on 
the Atlanta meeting, and following the business session a dem- 
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onstration of the latest type of radio receiving sets will be put 
on. 





The Traffic Club of Des Moines held its third annual meet- 
ing October 22 and elected the following officers. President, 
C. L. Epley; vice-president; E. M. Wentworth, and secretary- 
treasurer, B. R. Harris. 





The Traffic Club of Newark will hold its annual meeting 
and election of officers November 3. A dinner will be served, 
followed by a vaudeville entertainment. 





The Traffic Council of the Rochester Chamber of Commerce 
held its first meeting of the fall season October 23. Edward 
Hungerford, writer on railroad and transportation subjects, 
spoke on “Rochester’s Place in the Railroad World.” 





The Traffic Club of Baltimore will hold its regular meet- 
ing November 4. Raymond Tompkins, of the Baltimore Sun, 
and Strickland Gilliland, humorist, will be the speakers. The 
members will hear election returns over a private wire. A 
buffet luncheon will be served. 





The Traffic Club of Kansas City will meet November 4. 
Election returns will be heard over a private wire. There will 
be a smoker and business meeting, and the report of the del- 
egates to the meeting of the Associated Traffic Clubs of Amerca 
will be heard. The club will hold its Santa Fe night December 9. 


EXPLOSIVE REGULATION CHANGES 


The Commission has promulgated a mimeographed revision 
of the regulations and specifications for containers for the trans- 
portation of explosives and other dangerous articles, by freight 
and express. The revision was promulgated October 29, effec- 
tive on one day’s notice, the tariffs to be marked so as to show 
they were authorized in a revision dated October 21. 

Three changes in the regulations appear to be of general 
interest. They provide for the transportation of ethyl chloride, 
used in the preparation of tetraethyl lead, in tank cars. They 
authorize the use of fiber containers in the transportation of 
small arms ammunition and wooden barrels and kegs in the 
transportation of paints, varnishes and lacquers, when their 
flash point is above 20 degrees Fahrenheit, and the containers 
do not have a capacity greater than 55 gallons. 

Ethyl chloride, chemical and explosive manufacturers said. 
was needed in the preparation of tetraethyl lead, the compound 
or chemical used in treating gasoline, so as to prevent the for- 
mation of carbon in automobile engines. They said they needed 
it in such quantities that tank car transportation was neces- 
sary. It was a coincidence that the regulation permitting trans- 
portation of the basic material in tank cars was put out at the 
time when a question was raised as to whether, owing to the 
poisonous character of one of the constituents of tetraethyl lead, 
it was safe to treat gasoline in that way. 

Permission to use fiber containers and wooden kegs and 
barrels, the former for small arms ammunition, and the latter 
for paints, varnishes and lacquers, represented the culmination, 
it was said, of efforts of manufacturers of containers of those 
kinds, to bring regulations and specifications into such form as 
to permit them to compete with manufacturers of other kinds 
of containers for the business of ammunition and paint makers. 

The new regulatfons and specifications were issued in for- 
mal docket No. 3666, the case in which all such regulations and 
specifications have been promulgated. 


RIVERS AND HARBORS CONGRESS | 


The official call for the twentieth convention of the National 
Rivers and Harbors Congress to be held in Washington, De- 
cember 10 and 11, has been issued by John H. Small, president, 
and S. A. Thompson, secretary. 

Among the subjects that will be taken up at the convention 
are the following: Agricultural relief through development of 
inland waterways; free ports (or free zones); further strength- 
ening of the long-and-short haul clause; a navigable connection 
between the great lakes and tidewater; port differentials; 
through-route and joint rate arrangements between railways 
and waterways; the two paragraphs in the pending rivers and 
harbors bill, one calling for the completion of all waterway 
projects within five years, the other proposing the development 
of rivers for power as well as navigation. 

In urging larger appropriations for river and harbor work, 
the Congress said in its call: 


In 1922 and 1923 Congress, by large majorities in both Houses, 
discarded the absurdly inadequate amounts recommended by the 
Bureau of the Budget for the maintenance and improvement of 
rivers and harbors and voted the full amount asked for by the 
Army Engineers. In 1924 the friends of waterways made no effort 
to secure an increase over the $37,600,000 recommended by the 
Budget Bureau because Gen. Taylor, now Chief of Engineers, 
stated that this amount, added to the unexpended balances avail- 
able, would allow work on the rivers and harbors to go steadily 
forward. But it will be absolutely necessary to secure a very 
much larger appropriation at the coming session of Congress or 
river and harbor work will presently be brought to an end by the 
exhaustion of available funds. 
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GRAIN BILL OF LADING : 


The Trafic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has de- 
livered judgment in the application of D. D. Campbell, Win- 
nipeg, for an interpretation of section 8 of the bulk grain bill 
of lading, heard at Winnipeg, July 14, 1924. This section reads 
as follows: 


Grain in bulk consigned to a point where the carrier has an 
elevator or warehouse, or where there is a public or licensed elevator 
or warehouse, may be delivered and placed with other grain of the 
same kind and grade, without respect to the ownership, and for the 
purpose of this, Port Arthur, Fort William and Westfort, Ontario, 
shall be deemed one point, provided that this shall not apply (except 
in cases of grain consigned to Port Arthur, Fort William and West- 
fort, Ontario), unless the grain is not removed by the party entitled 
to receive it within forty-eight hours (exclusive of legal holidays), 
after written notice has been sent or given. Bulk grain so stored 
shall be held at the risk of the owner, and without liability on the 
part of the carrier. 

If a Dominion government grain inspector shall decide that any 
part of the grain herein described is not dry or is otherwise unsuit- 
able for warehousing, then what is so decided to be wet or unsuit- 
able may, in the discretion of the carrier, at the owner’s risk and 
expense, both as to trans-shipment and transfer or otherwise, be 
deposited in any available public or licensed elevator or warehouse 
equipped with special machinery for the treatment of unsound grain, 
to be there stored, elevated or otherwise treated, either separately 
or in common with other grain of similar class and on arrival there, 
ready for delivery, the carrier’s liability in respect to it shall b 
ended. ; 


Commissioners Boyce and Maclean agreed that the inter- 
pretation of the section was plain; that the proviso in the 
section requiring 48 hours’ notice of the intention of the com- 
pany to divert grain into another elevator than that to which 
it was consigned was subject to exception in the cases of Port 
Arthur, Fort William and Westfort, Ont., and that the fact 
that a particular elevator was designated did not take it out 
of the exception. 

The application arose out of the consignment of a car of 
wheat from Webb, Saskatchewan, over the C. P. R. to the order 
of the Inter-Ocean Grain Company in care of the Mutual Ele- 
vator, Fort William. The grain company refused to accept 
delivery because of the mixed condition of a part of the cargo. 
It was unloaded by the railway company at the Canadian gov- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 








classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 





_ WANTED—Traffic man to sell freight rate book Cleveland and 
Cincinnati. National Freight Rate Service Company, 2011 Transpor- 
tation Building, Chicago, IIl. 





YOUNG MAN, 26, capable; now employed; six years’ railroad 
loss and damage; desires traffic work with established company; 
prefer cold storage or perishables, Chicago. Address Box 713, care 
raffic World, Chicago, Ill. 


_ POSITION WANTED—Traffic manager or assistant, age 32; mar- 
ried; now successfully handling traffic department industrial concern; 
familiar all phases traffic work; eight years’ practical railroad and 
industrial experience. Address I. C. M., care Traffic World, Chicago. 





POSITION WANTED—tTraffic manager, nine years’ experience, 
age 29, married; now employed as traffic manager; desires position 
with industrial concern with greater future; preferably east. Ad- 
dress Box 715, care Traffic World, Chicago, Ill. 


We Bind The Traftic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaran 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 

























SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


Merchandise Storage and Pool Car 
ciagetton cys Distribution — =,c1x104 












CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 





Petry Express & Storage Co. Inc. 


TRENTON,N.J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 


ALBANY, WN. Y. 








Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Serving New York 

and Pennsylvania F; rom the H ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying-power 

Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp n, ELMIRA, N. Y. 


9 
Railroad Ave 


YOU CANNOT LEARN 
TRAFFIC MANAGEMENT 


by theory or the reading of books. Those of you who 
have tried to do so, KNOW this. 

If you want actual EXPERIENCE in the profes- 
sion, however, we conduct the only practical traffic train- 
ing school by using the actual tools of the trade, viz., 


Classifications, Tariffs, Interstate Commerce Commis- 
sion’s publications, etc. 
You learn while you work. If you can do the actual 
work we give you, you can handle any traffic position. 
Phone Harrison 8650 or write for our “Blue Book.” 
New Resident Classes forming Nov. 17th—Out of 
town training available at any time. 


COLLEGE OF ADVANCED TRAFFIC 


608 South Dearborn Street, CHICAGO 
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ernment elevator without notice to the consignor or consignee 
and without instructions from them, and its identity lost, the 
consignor only receiving the price of mixed grain for the whole 
carload. He claimed that under section 8 he was entitled to 
48 hours’ notice by the railway company of its inability to 
deliver as ordered before unloading elsewhere. 

Commissioner Oliver, dissenting, quoted the statement of 
the solicitor of the railway company claiming the right to 
divert the grain, and held that if that was the meaning of the 
section, the result would be far reaching and it would seem 
that a revision were necessary to preserve the rights of owners 


in their property. He thought the contention of the railway 
was not valid. 


CANADIAN NATIONAL FINANCES 


The Trafic World Ottawa Bureau 


Speaking at Cornwall, Ontario, October 28, Sir Henry Thorn- 
ton said that his hope that this year would produce net earn- 
ings of $30,000,000 on the Canadian National had been blasted 
by the depression in business, but that the system would cer- 
tainly do as well as it did last year. While there had been 
heavy and steady declines in gross earnings on all parts of 
the system, such declines had been met by heavier reductions 
in working expenses. 

“This year,” he said, “the gross earnings of the system 
have been falling off by leaps and bounds. The gross earnings 
to the end of September showed a decrease of about eight 
Million dollars. In September alone they decreased $2,300,000, 
but working expenses during the same month decreased by 
more than $2,600,000, so that the net revenues for September 
increased about $300,000. 

“Up to October 1 the net revenues of the system were 
about $900,000 less than they were a year ago, but I believe 
we will make good that amount before the end of the year, 
and, while we will have a reduction in gross revenue for the 
year of from 12 to 15 millions, we will cut down our expenses 
to such an extent that we will offset that loss and end the 
year with net earnings of not less than last year.” 

Dealing with the relationship of the Canadian National and 
Canadian Pacific, Sir Henry said: “Our relationship is limited 
to a friendly co-operation, and to a competition that will be 
’ only a competition in good works.” 

Referring to the St. Lawrence power and deep waterways 
development, he expressed the opinion that it was inevitable 
that the Great Lakes and the ocean should be connected by 
a deep draught waterway. 

In an interview at Winnipeg, J. E. Dalrymple, first vice- 
president of the Canadian National Railways, said the objec- 
tive set by President Thornton of $30,000,000 net profit for 
1924 would not be reached, but that it was confidently expected 
that there would be an improvement over last year’s figures. 
“If the Crow’s Nest agreement rates were enforced perma- 
nently,” he said, “there would be a deficiency to be made good 
by someone, and, in our case, it would be the tax-payer who 
would have to make good the difference.” He added that rail- 
way men did not consider the existing rates fair compensation 
with the high operating costs of today. 


CONGESTION AT MONTREAL 


The Trafic World Ottawa Bureau 

Montreal transportation men say that serious -congestion 
exists at that port because of the lack of comprehensive control 
over the movement of grain from its point of origin, and urge 
a thorough survey of the movement of grain to Montreal and 
—* for the purpose of establishing control on a systematic 

asis. 

The port authorities say there is no congestion. To this, 
T. R. Enderby, president of the Dominion Marine Association, 
replies that, on October 23, there were 45 lake steamers in 
port, one of which arrived on the fifteenth, seven on the six- 
teenth, and eight on the seventeenth, all having waited for a 
time equivalent to a round trip between Port Colborne or Buf- 
falo and Montreal. There were also 40 ocean steamers waiting 
for which grain cargoes had been booked, and 1,500 railway cars 
waiting to be unloaded. 

“There is at present,” said Mr. Enderby, “no comprehensive 
control over the movement of grain from its port of origin or, 
at least, from Fort William or Port Arthur to St. Lawrence 
ports. At Fort William, the movement of grain is largely con- 
trolled by the Lake Shippers Clearance Association; shipments 
to Georgian Bay ports are controlled by the railway companies 
and its further handling then becomes a matter of railway busi- 
ness; shipments reaching Port Colborne, which are transshipped 
through the government elevator at that point, come under the 
jurisdiction of the department of railways and canals. Grain 
which eventually reaches Montreal and Quebec, either by rail 
or water, is then controlled by the harbor commissioners at 
those points, so that there may be three controlling bodies 
participating in the movement, and, on occasions, as many as 
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five. Through this method of handling, it is safe to say that 
practically everybody that participates in the movement of 
the grain incurs some disadvantage.” 

Mr. Enderby says that, in the early part of this year, the 
elevators of the Montreal Harbor Commission were used for 
storage facilities, which handicapped the movement of grain 
sold for quick shipment. “If the port of Montreal is to be 
used as a storage port,” he says, “additional facilities are 
required as quickly as they can be built; and the Dominion 
Marine Association takes this. opportunity to voice the opinion 
that additional facilities in the form of storage are urgently 
required. The association recommends a complete and ex- 
haustive survey of the movement of Canadian grain by the 
Canadian route from Fort William and Port Arthur to Montreal 
and Quebec, and also the influx of American grain into this route 
at various seasons of the year. The information thus secured 
should be used as a basis for an organized control of the move- 
ment of grain through the port. At the present time, shippers, 
consignees, transportation companies, government departments, 
and the various bodies controlling the elevators are working 
without co-ordination and securing about 50 per cent of the 
efficiency of which the route is capable; and, although the port 
of Montreal has handled 130 million bushels to date, with a prop- 
erly co-ordinated movement, the quantity could be doubled.” 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific for the week end- 
ing October 21 were $4,395,000, a decrease from last year of 
$866,000, or 16.4 per cent. Earnings of the Canadian National 
for the same period were $5,141,398, a decrease of $761,020.32. 
Gross earnings of the Canadian National from January 1 show 
a decrease of $9,821,871.88. 

For the fourth consecutive month the net earnings of the 
Canadian Pacific for September showed an increase over the 
corresponding month last year. Gross earnings fell to the low- 
est total for any September since 1918. Net was the highest 
for any month since last November. The result for September 
places the first nine months of the year more than a million 
dollars ahead of the corresponding period for 1923 with respect 
to net earnings, the showing for the period being the best since 
1921, although gross earnings for the nine months are the third 
lowest in six years. Earnings for September and for the nine 
months are as follows: 


September 1924 1923 
rc .. BRR TEPETER ERTL EEE kk, $ 15,493,983 $ 17,745,908 
Working eEXpenses .....c.cccccrccecerene 10,946,338 13,247,937 
INGE DOOMED... o:0cd00 0 cb000 10g oee sees $ 4,547,645 $ 4,497,971 
NINE MONTHS 
G DEN. eos cacioceie ime rnenyaesemenel $129,358,698 $130,686,362 
Wattes poe cal Cp Seis whociaky aera aa tema 108,912,816 111,434,938 
UDR SOE iiss cece cerckttnsnsecucens $ 20,445,882 $ 19,251,424 


ASKS HIGHER MAIL PAY 


The Canadian National Railway Company, as the owner 
of the Grand Trunk of Canada, has asked the Commission for 
just, reasonable, and equitable rates, for the past and for the 
future, for hauling United States mail over the New England 
branches of the Grand Trunk. It averred it was not a party 
to the re-examination and readjustment of pay made by the 
Commission, in No. 9200, railway mail pay case, under date 
of December 13, 1923. Therefore, it said, it had had to take 
less for the service of carrying the mails than if it had been 
a party to the re-examination and readjustment. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of the railways of Canada 
for July, 1924: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 





July, 1924 July, 1923 June, 1924 

Provinces Tons Tons Tons 
Prince Edward Island ......... 6,318 5,605 7,546 
Dee. DER Seb 6.5. i. HG 545,063 290,109 496,943 
TW BPUMIWICE oie cc ccc ces cee 80,974 208,463 178,721 
ED dea o.oo os c0--tic-6 cele ee ents 1,366,849 1,741,587 1,431,015 
50 66 1464 EISE KO ES 3,233,533 4,161,906 3,271,655 
CE G00 > Occrs + euscans ss 346 292,144 28,86 22,260 
Sasehshewen: ~6 603 66 ove sees ves 463,977 243,006 707,834 
EE oro a sp oc tsmtiogh bees t 473,799 299,574 578,263 
Writioh Colsmbia. 2.2 .ccecccscs: 347,341 451,588 362,693 
Total for Canada .....«.... 6,909,998 7,730,701 7,356,930 

PRODUCTS 

RIED ic. hekcacaney secon ms 1,337,569 946,119 1,852,896 
MEE tate oe ecetccacrepucaen 292,743 284,576 272,238 
CS errr er ee 2,426,532 2,950,443 2,326,812 
po Re ee a ae 1,066,245 1,399,690 1,126,641 
Manufactures and Miscellaneous 1,786,909 2,149,872 1,778,343 
Grend- Total 6 cccvevisiceevs 6,909,998 7,730,701 7,356,930 
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Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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Five Railroad Lines Out of Monroe 


We ship out of Monroe over five different Rail- routes and train service schedules to all principal 
roads, including four Trunk Lines having direct cities in the east and middle west. 
Corrugated, Solid Fibre ‘ Write Dept. T for 

and Foldag Peper Boxee ~=—- (CONSOLIDATED PAPER COMPANY Complete Information 
a oe MONROE, MICHIGAN a 


‘ 508 Fidelity Trust Bldg. | 39 Cortlandt Street 
BOSTON CHICAGO Branch Sales Offices: KANSAS CITY GLENFIELD, PA. 
80 Boylston Street 462 Wrigley Bldg. CLEVELAND-—R-808 Prospect 4th Bldg. 1401 E. 76th St. Terrace A Suburb of Pittsburgh 


. 








964 THE TRAFFIC WORLD Vol. XXXIV, No. 18 Nov 


REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF JULY, 1924 
AGRICULTURAL PRODUCTS 













- Originated - ——Total Freight Originated—— -Terminated-——___ 
Received from Foreign Cumulative Total 
Connections Delivered to Unloaded Deliv- 
Increase at Sta- ered to 
Canadian Foreign For To Over tions in Foreign 
Points Points Month Date 1923 Canada Connections 
Commodities Tons Tons Tons Tons Tons Tons Tons 
PEE bSiiwsworadeaweteatiscarwa 274 6,527 572,211 5,526,670 1,365,849 629,661 37,076 
EN w/-0:836 mdGet ae ERG D ochieine canes : 3,255 4,788 26,052 435,948 . %*130,756 10,223 16,927 
| EE REO! Vane ene 1,003 16,284 221,411 1,645,217 526,445 216,163 44,198 
MEE. adivébeecétosenciucsvesewe mens 879 32,616 308,247 15,670 34,600 1,234 
ME AbeKGersenecsiticedrecscweccecs: (EEL $= —eeeee 529 13,348 141,468 *17,455 14,297 965 
ES icin Windia sete heme nid ewro-4 a0) es dared wits 17 5,723 54,882 54 6,752 17 
Other Grain F 144 3,745 12,055 88,987 62 8,262 4,600 
ee are cael 1,282 35,516 160,861 1,534,508 96,700 104,432 82,819 
Other Mill Products ..... mae 2,862 43,713 127,160 973,144 156,098 53,256 71,593 
Hay and Straw .... = a 192 1,942 43,628 640,614 146,587 26,625 21,796 
NG ein deg deawe a ga 1,700 795 3,228 48,264 *39,179 2.722 921 
Apples (fresh) ..ccccccs.. sn 1,520 914 2,994 90,254 *2,516 1,754 928 
Other Fruit (fresh) ..... ee 26,182 12,194 41,685 219,568 57,476 31,138 10,660 
I a Fit etincadais 6 6404.6 6-00 4 10,473 13,546 26,558 250,202 *8,716 13,337 13,547 
Other Fresh Vegetables : 4,926 4,945 12,101 133,186 35,745 6,743 4,205 
Other Agricultural Products.... 7,539 12,540 15,859 35,938 308,444 47,974 14,810 17,266 
Re ere Perey eee 1,109,023 66,353 162,193 1,337,569 12,399,603 2,250,038 1,174,775 328,752 
ANIMAL PRODUCTS 
i een calidad se nsecueueda 6,727 111 141 6,979 53,441 3,694 6,727 266 
CBCEIO ONE COIVES 6.0 cccccccsses 59,188 138 1,916 61,242 411,907 40,332 53,972 6,492 
I di ele iihielnnaciie eG ¥ecns. cco ee 1,931 serous . 274 2,205 17,094 *6,908 1,884 292 
i eee 21,720 33 2,510 24,263 203,521 28,153 21,521 2,824 
Dressed Meats (fresh).......... 10,283 5,253 38,480 54,016 347,333 *19,946 16,406 40,344 
Dressed Meats (cured or salted) 7,268 12,296 7,059 26,623 178,809 40,306 1,247 21,628 
Other Packing House Products. 3,065 9,161 14,935 27,161 211,870 14,282 4,956 21,747 
I wdatdnwitnr eure svncdeaeee 217 rake 5,743 5,960 40,393 *575 131 5,774 
CE iad tail aaa ack itd dwar he-c ne sie 1,593 eee 13,709 15,302 107,938 *7,919 1,423 13,809 
Butter and Cheese .............. 18,634 62 22,103 40,799 146,630 4,082 12,239 23,678 
. , SARA PRS eee rer ne 1,699 1,301 5,313 8,313 30,465 *1,282 2,604 5,714 
Hides and Leather .........ce00- 4,121 2,097 4,509 10,727 92,327 *22,859 4,670 6,785 
Other Animal Products ......... 3,328 1,325 4,500 9,153 65,243 3,716 2,658 5,173 
WE ee vebiewervnssirweedcveies 139,774 31,777 121,192 292,743 1,906,971 75,076 130,438 154,526 
MINE PRODUCTS 
pe OS | rr 5,324 283,395 100,586 389,305 3,195,116 *1,669,408 270,567 102,868 
MN COE) occ cciccvecccce 590,434 357,715 10,045 958,194 7,922,771 *2,299,228 889,974 12,021 P 
ON errr 12,528 aes reat 12,528 184,084 17,727 10,158 ones 
MN Avwad aciedion <+s-0-ceadknwes ote 12,128 36,832 723 49,683 417,977 *222,081 46,855 849 
CO ee eee eee 2,127 ie 3,504 13,434 *264,918 85,786 117 
Other Ores and Concentrates.... 176,740 10,102 2,003 188,845 1,285,625 47,667 166,161 10,069 
Base Bullion and Matte.......... ——— 8 2——«C aw 2,742 7,084 77,686 31,857 3,985 4,315 
Clay, Gravel Sand, Stone (crsh.) 573,923 20,261 32,017 626,201 2,169,434 219,709 571,816 48,045 
Slate-Dimension or Block Stone.. 14,596 7,424 11,881 33,901 198,317 *263,657 22,861 11,347 
CPUEO FOOIUI ccc cccccccccece 1,034 55,954 102 57,090 333,087 160,158 54,711 102 
ED Seid bb wa arse on oree-etacees 17,071 2,764 4,067 23,902 69,781 7,578 20,544 4,085 A 
EAS) a eee eee 9,574 10,807 6,447 26,828 176,838 *35,526 20,461 6,966 
Other Mine Products ........... 38,000 9,222 2,245 49,467 258,394 17,596 11,317 22,138 
NE ade nlecnae i dicevaa See saauae 1,457,821 795,853 172,858 2,426,532 16,302,544 *4,252,525 2,175,196 222,922 
FOREST PRODUCTS 
Logs, Posts, Poles, Cordwood... 192,641 1,322 3,269 197,232 1,930,171 176,689 182,741 30,982 
RET Dewdes-cucweseds M5 60bG4 Coates 24,625 118 323 25.066 133,881 6,115 33,648 942 a 
INGE. Sach indkn aici henncle ove Waseae 288,523 80 784 289,387 2,929,761 528,175 199,494 81,908 
Lumber, Timber, Box Shooks, 
BURVeG, FIORGIN® 20060000000 431,613 23,168 59,912 514,693 3,627,085 *572,218 291,875 224,434 Y 
Other Forest Products......... 34,526 2,548 2,793 39,867 303,558 *124,852 22,396 8,029 
MND SSiie eae ilae nes Hones 971,928 27,236 67,081 1,066,245 8,924,456 13,909 730,154 346,295 
. MANUFACTURES AND MISCELLANEOUS 
Refined Petroleum and its prods. 101,961 43,930 15,226 161,117 860,175 23,275 129,477 23,500 
Re A ee ee ae 20,982 10,635 45,857 77,474 523,932 72,957 34,587 47,415 
Iron, pig and bloom............. 13,158 4,180 2,613 19,951 252,257 *169,370 18,199 2,702 
Rails and Fastenings ........... 7,391 4,294 842 12,527 183,674 *14,616 12,084 865 
Bar and Sheet Iron—Structural / 
iron and Iron Pipe......... 33,037 22,689 12,683 68,409 664,948 *458,261 48,769 16,256 
Castings, Machinery and Boilers 15,450 5,204 16,536 37,190 293,357 *79,931 19,755 17,074 
EEL. a caieewranes 6 osteieso 556000 139,128 181 4,781 144,090 527,082 *73,194 122,504 5,324 
Brick and Artificial Stone...... 77,625 9,119 3,811 90,555 443,879 *80,673 77,128 5,610 ‘ 
Lime and Plaster .............. 29,769 1,554 1,137 32,460 215,625 *30,672 33,059 1,615 
Sewer Pipe and Drain Tile...... 12,434 942 430 13,806 59,500 10,537 13,130 504 
Agricultural Implements’ and 
Vehicles other than Autos... 11,457 3,145 3,727 18,329 134,606 *30,911 9,811 ere 
Automobiles and Auto Trucks... 12,204 5,518 48,445 66,167 696,283 *5,039 11,366 56,11 
PUOUMGTIOI GIOOGS ccccccccccccccs 4,182 345 460 4,996 45,679 *25,725 4,893 659 
EY ie Sak ace cele es scadoedee 2,524 202 3,103 5,829 42,183 *6,818 2,434 3,277 
Liquor Beverages ............... 20,788 1,022 1,329 23,139 124,982 37,095 21,809 Hees 
Fertilizers, all kinds ............ 8,710 adie 55 8,765 188,788 1,960 6,216 one? 
Paper, Printed Matter, Books... 95,030 1,816 26,146 122,992 1,002,296 29,368 21,298 108, 
TE EE cite ae ccec ce cnconcee ts 74,998 2.779 7,639 85,416 726,380 *81,195 14,540 70,023 
Fish (fresh, frozen, cured, etc.). 3,708 123 248 4,079 40,934 oi 465 7,875 2,391 
Gamal MORES ..occccccccccceccs 255 105 112 _ A712 3,734 1,63 646 203 
Canned Goods (all canned Food 27,871 168,762 8,712 7,743 20,393 
Products other than Meat... 9,894 1,489 16,488 
he 281,443 55,735 57.0 494,217 3,578,970 *429,466 310,228 207,413 
——.......... mae 13/884 *B4:301 267,058 ‘1,908,075 *402;874 214,787 69,167 
— —— ea 9 * 
I pe dabedidohusicoueads 1,160,001 193,900 433,008 1,786,909 ee _—— Lae = 
a —_ OO . 
GRAND ie 4,838,547 1,115,119 956,332 6,909,998 52,213,673 3,618,509 5,352,901 1,725,864 
ecrease, 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 
Total Loaded at —-Received from Foreign Connections-— Unloaded at Delivered to 
Freight Stations -——-Destined to-—— Stations Foreign 
Carried in Canadian Foreign Total in Connections 
Commodity Group Canada Points Points Canada 
I ohooh b.s:a:c 0b sid « bekigta ee PaO daw eieolare 19.36 16.05 .96 2.35 3.31 17.00 4.76 
Er lala iced bs in aceh Scher aiacalac ccs ark baraia eco wereld 4.23 2.02 -46 1.75 2.21 1.89 2.24 
ea Ol anc sini ey Oat odie Dawes Ae atau weeen 35.12 21.10 11.52 2.50 34.02 31.48 3.23 
EE RE aa eden di se duccocee codes chess See soe eee 15.43 14.06 .39 -97 1.36 . 10.57 5.01 
Manufactures and Miscellaneous ............... 25.86 16.79 2.81 6.27 9.08 16.53 9.74 
NIE 6 1a Shak orh og acces, Sah ws 61g PT dk vids ge ova-ata Raa Sa 100.00 70.02 — 
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President Grant—One of the five sister ships—showing cargo handli — 
especially designed for rapid handling from lighters on both sides 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JACKSON. .............cecee0- Nov. 4 
PRESIDENT JEFFERSON .................. Nov. 16 
PRESiert! GRANT... cc ccccscvcccccces . Nov. 28 
PRESIDENT MADISON ..................005 Dec. 10 
PRESIDENT McKINLEY..................+. Jan. 3 


Direct Freighter Service 


Japan, Shanghai, Siioen, Taku Bar, Tientsin 


ET IIE fs oss bx. ve bane saad neve ceesauien Nov. 22 
EDMOR =. op AS Oe a 02 ae Se: Dec. 15 
WEST HIMROD a ee er eee ee Dec. 25 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebua, Ileile 


R RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Lean & Trust Bidg., 112 W. Adams St, Phone 
Randeiph 7739. 

New Yerk—32 Breadway, Phene Bread 0586. 

Boston—177 State Street. 








L. L. BATES, General Freight Agent, Seattle, Wash. 


SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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THE PORT OF 
HOUSTON 


Shipped 34,000,000 Pounds 
of Cotton Seed Cake and 
Meal During the Month 
of September, 1924 


This is an increase of more than 25,000,000 
pounds over the same month 1923 and 
indicates an enormous increase over ship- 
ments from other nearby ports. 


Indicative of the constantly increasing im- 
portance of The Port of Houston, these 
figures are but one phase of the Port’s phe- 
nomenal growth. 


The 1924-25 season shows marked increases 
in Cotton Export and in Cotton Handling 
at this Port. 


Warehouses are taxed to capacity and 
compresses are working at top speed to 
accommodate demand. 


Coffee, sugar, diversified merchandise of 
all kinds finds its way, in increasing volume, 
to THE GATEWAY TO THE VAST 
AND PROFITABLE MARKETS OF THE 
EMPIRE OF THE SOUTHWEST. 


Send for a copy of “PORT HOUSTON,” 
the official organ of the Port Commission. 
The November, 1924, issue will be off the 
press November Ist, ready for distribution. 


IT’S FREE. 
Address 


The Director of the Port 


5th Floor Courthouse 


Houston Texas 
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CROW’S NEST PASS RATES 


The Trafic World Ottawa Bureau 


At a meeting of the cabinet, October 28, it was decided that 
there would be no suspension of the order of the Railway 
Board setting aside the Crow’s Nest rates on westbound com- 
modities. This was in reply to a petition received from coun- 
sel for the provinces of Manitoba, Saskatchewan and Alberta, 
asking that the order be suspended until appeal could be made 
to the governor-in-council. The petition declares that the Board 
of Railway Commissioners, by its recent order, has set itself 
up as superior to Parliament, reversing the decisions of Parlia- 
ment and of the governor-in-council. 

“If the order appealed from is allowed to remain,” says 
the petition, “Parliament no longer can fix maximum rates and 
is inferior to its own creation—the Board of Railway Commis- 
sioners. The decision is subversive of Parliament and of the 
government and is contrary to constitutional government and 
to public policy. It amounts to a repudiation of the agreement 
between Her Majesty, the Queen, in the right of the Dominion 
of Canada, and the Canadian Pacific Railway, which repudia- 
tion can only be permitted by Parliament, and the order of the 
board amounts to a fraud on Parliament. It is the duty of the 
executive to allow Parliament, the party to the agreement, and 
Parliament only, to say whether the C. P. R. shall be permitted 
to withdraw from and repudiate its agreement with Parliament.” 

The western provinces are not getting much support from 
either of the political leaders. Both Premier King and Mr. 
Meighen, leader of the Conservative party, have made statements 
to the effect that they could not conceive of any policy on rail- 
way rates other than one of equality to all parts of Canada. 
When the question comes before Parliament next winter, there 


will be a strenuous fight, but it is not expected that the Crow 
rates will be returned to. 


STATISTICS OF CANADIAN ROADS 


The Dominion Bureau of Statistics has issued its annual 
report on statistics of the steam railways of Canada compiled 
by the transportation branch of the bureau from returns made 
by the railways, and covering the year ending December 31, 
1923. It notes that the freight traffic in 1923 was the heaviest 
ever handled by the railways in Canada. It aggregated 102, 
258,933 tons of revenue freight and 34,067,658,527 ton miles, mak- 
ing the average distance each ton was carried 333 miles. The 
previous high record was in 1920, with 31,894,411,479 ton miles. 
Passenger traffic was 9 per cent heavier than in 1922 but still 
below 1919 and 1920. 

The heavy harvests of 1922 and 1923 greatly increased the 
grain traffic. There was an appreciable decrease in the volume 
of United States corn handled, but this was short haul traffic 
and was more than offset by the large increase in the long haul 
western wheat and other grains. The uninterrupted operation 
of coal mines throughout the year, the revival of the iron indus- 
try and of the mining industry generally, caused a heavy move- 
ment of mine products, increasing the tonnage over 1922 by 
over 9,000,000 tons. Two-thirds of this was coal. Forest prod- 
ucts also showed substantial increases. Animal products showed 
little change, but the lifting of the cattle embargo by Great 
Britain increased the movement of cattle from the west. Man- 
ufactures and miscellaneous increased 3,000,000 tons. The suc- 
cess of the export traffic in wheat through Vancouver and via 
the Panama Canal, the reduction in rates, and the large harvest 
in Alberta all helped to increase the movement of grain west- 
ward. In the year, 22,564,000 bushels of grain were exported 
via Vancouver as compared with 14,460,000 bushels in 1922. 

The reduction in grain rates and on rates on basic com- 
modities in- 1922 affected the revenues in 1923 throughout the 
entire year so that the increased traffic, as compared with 1922, 
did not produce a corresponding increase in revenues. The only 
general changes in rates in 1923 were equalizations in the Mari- 
time Provinces and a reduction of 10 per cent on grain and 
grain products to Vancouver for export. — 

The report notes that, though the freight traffic was heavier 
than in 1922 by 12 per cent, the lower rates and other factors, 
including a larger proportion of the traffic being low class 
freight, affected the freight revenue, reducing the increase to 
$20,690,410, or 6.5 per cent. Passenger revenues showed an in- 
crease over 1922 of $5,728,696, or 7.2 per cent, and total rev- 
enues were larger by $37,650,919, or 8.5 per cent. Operating 
expenses were also heavier by $19,935,412, or 5 per cent, mak- 
ing the increase in net operating revenues $17,715,507 and re- 
ducing the operating ratio from 89.4 per cent to 86.5 per cent. 
Maintenance of way and structures expenses were increased by 
$3,613,499 and transportation expenses by $14,340,335, or 7.6 per 
cent, but maintenance of equipment expenses were the lowest 
since 1919, being reduced by $1,559,232. 

Freight trains were loaded heavier, on an average, than in 
any previous year. Larger locomotives and heavier loading of 
cars increased the load to 502 tons of revenue freight as against 
481 tons in 1922 and 457 in 1920. There was an increase of 321 
miles of track operated at the close of the year and, in addi- 
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tion, 35.68 miles completed but not opened for traffic. Railway 
construction showed 537 miles under contract in Saskatchewan: 
387 in Alberta; 239 in British Columbia and for the whole Dom. 
inion, 226 miles, with an additional 1,012 miles surveyed. The 
entire mileage covered by the report is standard gaug ewith the 
exception of 147.46 miles of the Canadian National system ip 
Prince Edward Island. 

All the lines operated by the Canadian National Railway 
board, comprising the Canadian Government Railways, which 
includes the Hudson Bay Railway, the Canadian Northern Sys- 
tem, the Grand Trunk of Canada, the Grand Trunk Pacific, Ip. 
ternational Bridge, and St. Clair Tunnel are shown in the re. 
port as Canadian National Railways. The operating results of 
the Grand Trunk New England lines, Grand Trunk Western 
lines, and Duluth, Winnipeg and Pacific, are not included in the 
operating revenues, expenses, mileage, etc., but the net incomes 
po sys are included in the income account as “other prop- 
erties.” 

The total railway capitalization of the Dominion is given 
as $3,264,674,038; the amount of stock outstanding, $1,385,080- 
426; of bonds, $1,100,942,935; of equipment trust obligations, 
$80,183,800; and of miscellaneous obligations, $698,466,877. 

The total bonuses granted to railways up to the end of 
December, 1923, were as follows: By the Dominion Govern. 


ment, $138,141,016; by Provincial governments, $35,022,123; by 
Municipalities, $13,210,868. 


THE RAILWAYS OF CANADA 


There is one mile of railway per ninety square miles of 
territory and 220 people in Canada, as compared with one mile 
of railway per eleven and one-half square miles and 418 people 
in the United States, according to B. V. York of the Trans- 
portation Division of the Department of Commerce, in the spe- 
cial Canadian issue of “Commerce Reports.” He says: 


Canada has two transcontinental railway systems—one 15,000 
miles in length, privately owned; the other extending 22,000 miles, 
less advantageously located, owned by the government. Both sys- 
tems are being extended to meet the demands of shippers. Still the 
government is discussing the question of building a line to Hudson 
Bay_to shorten the rail haul for wheat en route to Europe. 

Rate schedules were developed to meet local needs, the same as 
in the United States, but it is claimed that they are unsuited to 
present conditions. They were fixed with a view to enabling the raw 
products in all parts of the country to reach markets in successful 
competition with those from foreign producing areas. Most of the 
traffic still consists of raw and semi-finished agricultural, mineral 
and forest products. These bulky commodities of comparatively low 
value require low rail rates over the long distances between the 
points of origin and the consuming centers in Canada and other 
countries. This condition has led to low freight rates on domestic 
traffic and to special low rates on export traffic. 

Rates during the war were not increased until 1918, although oper- 
ating and other costs increased rapidly. A general decrease of 5 per 
cent was made effective Jan. 1, 1921, and another of 10 per cent on 
Dec. 1, 1921. Later reductions include those to the Atlantic Coast. 
on grain from Fort William and lake ports, and on hay, lumber, wool 
and hides from Western producing areas. 

The Canadian Pacific Railway in 1923 received an average of 
0.929 cents per ton per mile on all its freight traffic, compared with 
0.996 cents in 1922. The Canadian National Railway System reports 


the average pay received per ton per mile to be 0.995 cents in 1923 
and 1,033 cents in 1922. 


Passenger traffic produces about one-fifth of the revenue. The 


rates are 3.45 cents per mile in the country east of McLeod, Calgary 
and Thornton, and 4 cents per mile west of those points. 

The ton-mileage in 1923 for both the large systems was 32,889,- 
569,723 compared with 29,218,019,691 in 1922. The passenger-mileage 
was 2,782,612,956 in 1923, compared with 2,537,504,834 in 1922. 


CANADIAN BOARD HEARINGS | 


The Canadian Board of Railway Commissioners has gone 
west in connection with the British Columbia appeal for a gen- 
eral reduction of freight rates and to take up other matters, 
including the rice rates. The principal hearings set are as 
follows: Saskatoon, October 28, and Edmonton, October 29:— 
Application of the Mount Royal Milling Company of Montreal, 
for an order directing that there be put into effect rates on 
cleaned rice from Montreal to points in western Canada the 
same as apply out of Vancouver to middle and eastern Canadian 
markets, and in the matter of Order No. 35608, dated October 
1st, 1924, suspending rates on rice shown in Canadian Pacific 
Railway Company’s Supplement No. 61 to Tariff C. R. C. No. 
W-2659, Item 285B; the Canadian National Railway Company's 
Supplement No. 42 to Tariff C. R. C. No. W250, Item 265B; the 
Great Northern Railway Company’s Supplement No. 18 to Tariff 
C. R. C. No. 1772, Item 155B, effective October 23rd, 1924; and in 
F. W. Thomson’s (Chairman; Canadian Freight Association, 
Western Lines) Supplement No. 17 to Tariff C. R. C. No. 44, 
Item 60A; and Order No. 35645, dated October 9th, 1924, amend- 
ing said Order No. 35608, by including therein Great Northern 
Railway Company’s Supplement No. 24 to Tariff C. R. C. No. 
1776, Item 420B. 

Victoria, B. C., Nov. 4:—Application of the province of 
British Columbia for reduction in grain rates from Prairie ship- 
ping points to British Columbia for domestic consumption to 
the same basis as now published for export, and application of 
the government of British Columbia for an order reducing the 
rates on grain moving westward for export to the same tates 
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One of America’s 
Leading Hotels 
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Dhe St. Charles sumeisine ov 


One Thousand Guests 


NEW ORLEANS 
Every Railroad Entering New Orleans Has Its City Office in the Hotel 


CHICAGO” ' 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R.R. Pool Car Distribution 
Write Us Your Requirements 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 


5075 Grand River Avenue, Detroit, Mich. 













Make this Mammoth Plant 





the 
ain B- 1 YOUR CHICAGO WAREHOUSE 
acific Downtown, readily accessible to 
. No. your Chicago trade. Superior 
any’s facilities for prompt out-of-town 
, = shipments without cartage 
nd in BETTER INVESTIGATE 
ition 
. 44, 
‘est’ § SOO TERMINAL WAREHOUSE 


Storage and Distribution of 


e of MERCHANDISE 
Without Cartage Charges 
on of Write to Us and Learn About 


the THE ECONOMICAL WAY” 












SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


NY) Cy red at Volod i-Miel ae) a-t:4-Mr-vate Me Di Ciaaloletateye| 
New York Central Siding Free Switching 
Distribution — Nes le Warehouse 

( An Warehcusemen’s Ass’! 
Members: < Central Warechou 
( American Chain ¢ 


WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 





TEEPE rt 


Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 


For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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proportioned to the distance as the same grain would carry if 
moving eastward for export. 

Vancouver, November 5:—-There are several cases of minor 
importance here, and also the hearing regarding the proposed 
closing of the Kettle Valley Railway, Nicola agency; the ap- 
plication of the Great Northern for leave to close the station at 
Aldergrove; an application regarding cleaned rice rates similar 
to that listed for hearing at Edmonton; application of the Van- 
couver Harbor Commissioners, for permission to use the Ca- 
nadian Pacific main double track from No. 1 elevator to Second 
Narrows bridge; and application of the Canadian Pacific in the 
matter of the proposed bridge across Burrard Inlet. 

Nelson, B. C., November 11:—Five cases, including applica- 
tion of the C. P. R. to reduce its passenger service between 
Lacombe and Coronation to three days a week. 

Regina, November 19:—Three cases, including two applica- 
tions by the C. P. R., for reduced services. 

Winnipeg, November 20:—Six cases, including the cleaned 
rice rates, the complaint of the Manitoba Liquor Commission 
regarding charges by the Canadian National on a shipment of 
155,828 pounds of liquors from St. John, N. B.; and complaints of 
the Manitoba Liquor Commission and other bodies regarding 
Canadian Freight Classification No. 17. 


COMMERCE DEPARTMENT OFFICE AT OTTAWA 
In recognition of the importance of Canada as a market for 
United States Goods, and in order to meet the growing needs 
of American business for more explicit information regarding 
sales openings and associated subjects, the Department of Com- 
merce has opened a new field office at Ottawa under the charge 
of American Trade Commissioner L. W. Meekins, it is an- 

nounced by the Bureau of Foreign and Domestic Commerce. 


TRAFFIC HEADS DISCUSS RAIL RATES 


The Trafic World New York Bureau 

Methods of procedure in handling the proposed readjust- 

ment of trunk line rates and rates between trunk line territory 

and New England and Central Freight Association territory 

were discussed this week at a meeting of commercial traffic 

managers at the rooms of the Merchants’ Association in New 
York. 

The general opinion was that there should be co-ordination 

of efforts between the traffic managers in presenting to the 

Commission, when hearings are set, complete analyses of the 


rate structure and.to show the probable results which would - 


follow application of the scale proposed by the trunk lines. 


The conference appointed a committee of twelve, repre-. 


senting all sections of Trunk Line and New England territories, 
to prepare data. It was understood, however, that unified 
action by the commercial organizations should not preclude 
the different sections or individual shippers from presenting 
their views in any way they might determine. It was agreed 
that, before definite action was decided on, the various organ- 
izations should give their approval to the tentative program.” 
It was decided further that counsel for the various sections 
should attempt to prepare the way for the greatest possible co- 
ordination of effort. 

A committee was named to confer with Commissioner East- 
man and urge that all hearings be held in Washington and. 
that the date for hearings be not less than 60 days after the 
carriers have submitted to the public their complete proposals. 
This consists of H. J. Wagner, chairman, Norfolk & Ports- 
mouth Traffic Association; A. E. Beck, Baltimore Association 
of Commerce; and W. H. Day, president of the New England 
Traffic League. " 

The committee of twelve appointed to prepare data on 
the new rates consists of W. H. Chandler, chairman, repre- 
senting the Traffic Bureau of the New York Merchants’ Asso- 
ciation; F. M. Renshaw, Buffalo; D. O. Moore, Pittsburgh; 
F. W. Burton, Rochester; Bruce J. Wimer, Philadelphia; A. E. 
Beck, Baltimore; H. J. Wagner, Norfolk; W. H. Day,. Lynn; 
A. N. Payne, Boston; J. F. Atwater, New Britain; C. J. Fagg, 
Newark; and H. E. Mace, Trenton. 


EASTERN CLASS RATES 


Eugene Morris, chairman of. the Central Freight Associa- 
tion, has published the proposal of carriers in that territory to 
continue the present class rates within their territory; also 
between Mississippi River and Illinois points on the one hand 
and points in Central Freight Association territory east of the 
Indiana-Illinois state line on the other, as their contribution in 
No. 15879, the eastern class rate investigation. The scales in 
use in and between the zones in the territory mentioned have 
been published by Mr. Morris for circulation among the in- 
terested parties in the eastern class rate case. 


HEARING AT BUFFALO 
Public hearing will be held Tuesday, November 11, at 10 
a. m. in the ballroom of the Hotel Buffalo, Buffalo, N. Y., to 
give consideration to grouping affecting Niagara Frontier sta- 
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tions in connection with the establishment of the system of mile. 
age class rates proposed in the eastern class rate investigation 
case (I. C. C. Docket No. 15879). 


TO CONFER ON CLASS RATES 


The joint proposal of the carriers in C. F. A., Eastern 
Trunk Line and New England territories for the revision of 
class rates between points in C. F. A. territory and points east 
of Buffalo and Pittsburgh, will be the subject of a joint cop. 
ference of carriers and shippers in C. F. A. territory, at the 
Hotel La Salle, Chicago,-November 14. Preceding the joint 
conference, shippers will meet at the same place November 
13, for a discussion of the proposals and to take such action 
as they deem proper prior to the conference with the carriers. 


ASK TIME FOR LIGHT 


The Traffic World Washington Bureay 

The southwestern lines have applied to the Commission 
for the postponement of orders issued by it in connection with, 
or related to, No. 9702, the Memphis-Southwestern Investiga- 
tion and associated cases, to the end that they may be afforded 
light on disputed points so that they may proceed intelligently 
in carrying out the orders. Specifically they have asked the 
Commission to postpone its supplemental order of June 17, 
1924, in the main and associated cases; that it postpone the 
effective date of its supplemental fourth section order No. 
8600, entered on the same day; that it postpone further pro- 
ceedings in I. and S. No. 2240, that it postpone the effective 
date of scales on thirteen commodities heretofore published 
to become effective October 25; and finally that it postpone 
the effective date of fourth section order No. 9012, entered on 
September 12, 1924. 

The applicants said disputed points ought to be settled 
before they undertook the preparation of any more commodity 
scales because scales they prepared in accordance with their 
understanding of the Commission’s original order were pro- 
tested and suspended in I. and S. No. 2107. They pointed out 
that the protestants in that case insisted the scales were not 
in accordance with the principles laid down in the decision with 
which they thought they were complying. In addition to that, 
they said, one of the protestants, the New Orleans Joint Traffic 
Bureau, in the hearing on that docket directly called in ques- 
tion the right of the carriers, under the original order in No. 
9702, to publish scales from New Orleans to points in Louisiana 
applicable, intrastate, on commodities not directly specified in 
the original commodity decision. 

“It is obvious,” said the southwestern lines, “that until 
these disputed points are determined by decision of this Com- 
mission, under I. and S. No. 2107, the carriers are not in posi- 
tion to proceed intelligently with the formulation of additional 
commodity scales. Once these matters are determined, the 
carriers can proceed with greater certainty and precision and 
the formulation of the scales will be expedited rather than 
retarded by postponement of any further action in this case 
awaiting the determination of I. and S. No. 2107.” 

Arguments were made in respect of the other phases of 
the matter, some of which were created by I. and S. No. 1303 
and some of which are involved, they said, in the southeastern 


class rate investigation begun by Commissioner Eastman in 
May, 1922. 


ABILENE & SOUTHERN CASE 


The Trafic World Washington Bureau 

Answer for the Commission has been filed in the Supreme 
Court of the District of Columbia in No. 69375, the United 
States of America, ex rel. Abilene & Southern vs. Interstate 
Commerce Commission, by P. J. Farrell, its chief solicitor. The 
suit is for a writ of mandamus compelling the Commission 
to ascertain and certify, to the Secretary of the Treasury, the 
amount of the deficit accruing while the Abilene & Southern 
was operating its railroad for the government, in accordance 
with the terms of section 204, providing for reimbursement of 
deficits. The petition alleges the Commission failed and re 
fused to make such ascertainment and certification. 

The Commission admits refusal to do anything of the kind 
and justifies itself on the ground that the road was under con- 
trol all the time and asserts that a contract between the road 
and the Director-General, entered into March 25, 1919, was 
incompetent, irrelevant, and immaterial. In that contract it 
was stipulated that the road was not under control until after 
July 1, 1918. Mr. Farrell said the Commission denied that the 
President did not take over the road prior to July 1, 1918. 

A copy of the findings of the Commission is incorporated 
in the answer and the Commission alleges that the findings 
of fact and statements contained in the quotations from the re- 
ports and orders in the case are true and correct and fully 
supported by the record in the proceedings before the Com- 
mission. Therefore the Commission denies that it has failed 
or refused to do what the law commands it to do. 
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Careful attention to details and accurate work are 
necessary in any business. 
They are extremely important in the handling of 


EXPORT BUSINESS 


With us this is backed up by the supervision of men 
who have been twenty years in the shipping business— 
railroad and steamship. 


A bonded expense statement on every shipment 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 





THE DINKLER HOTELS 


Carling L. Dinkler 


ouis J. Dinkler 
, President V.P. & Gen. Mgr 


PIEDMONT TUTWILER 


Dispensers of True 


Southern Hospitality 


Burlington 
HUN 








St. Paul, Minneapolis and 
the Pacific Northwest 


North Coast Limited - 10:35 a. m. 
Minnesota Limited 6:30 p. m. 
Oriental Limited - . 11:00 p.m. 


Omaha and Lincoin 


Nebraska Limited : 6:15 p.m. 
Colorado Limited 10:30 a. m. 
Overland Express - 11:00 p. m. 


E 
Vv 
E 
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Y 
w 
H 
E 
R 
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W Denver 
: Colorado Limited . 10:30 a. m. 
$ Overland Express . 11:00 p. m. 
Kansas City and St. Joseph 
Missouri Limited ° : 6:00 p. m. 
California 
Overland Express * + 11:00 p.m. 
DINING CAR { OL EVERY} OBSERVATION CAR 


All trains leave from Union Sta., Canal St. and Jackson Blvd., Chicago 


P. S. EUSTIS, Passenger Traffic Manager 
547 West Jackson Blvd., Chicago 
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€iecALEXANDRIA 


While in LOS ANGELES 
Sf fear eng of the United States; men and women of inter- 


national fame have warmly praised the comfortable attention 

and fine cuisine of this good hotel--Yet the rates here are mod- 
erate; the rooms large, beautifully furnished and a attractive 
in fact for these reasons than where comfort is sacrificed for saving in 
building costs--Best downtown location. 


HAROLD E. LATHROP, Manager 
You will enjoy every minute of your stay 


w AMBASSADOR, 


“0A Resort Hotel in the Heart of Los Angeles” 


is ideal for those wishing to know California at its best. No other 
hotel has so many and varied attractions. Open Air Plunges, Full 
Length and Miniature Golf Courses, Tennis Courts, Motion Picture 
Theatre, Picnics and Parties for Guests, 35 Shops and the Famous 
“Cocoanut Grove‘ for dancing--Tune in any night on K. F. I., wave 
length 469, to hear the Cocoanut Grove Orchestra or Sunday concerts. 


B. L. FRANK, Manager 


Write for Chef’s Booklet of California Recipes 
and Information 
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ESTABLISHED 1872 


The Shippers’ Guide 


A Complete, Accurate Guide for Shiprers 


Revised Monthly and used by Thousands of Shippers 
who have demanded the Best for more than fifty years. 

The largest organization of its kind is maintained at 
a constant heavy expense to collect, sort, compile, revise, 
print and distribute the latest changes in information oc- 
curring all the time. Acting as a Clearing House and 
Bureau of Information for all, the cost to you is thus 
reduced to less than five cents per day. 

Ask us to send you the whole story about “THE SHIP- 
= GUIDE” and the real Service to Shippers it sup- 
plies. 
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GENERAL TRAFFIC INFORMATION 


Let us know your problems. Our Service to Shippers, 
through our Shippers’ Guide Publications and our In- 
formation Bureaus, is broad and complete and offers Re- 
liable and Continuous Shipping Information covering 
Freight, Express, Parcel Post, Merchandise Storage 
Warehouse and Transfer Agents, Express Rates, Parcel 
Post Rates, Foreign Ports, Cargo and Passenger Steam- 
ship Sailing Dates and Passenger Travel Schedules. 


THE SHIPPERS’ GUIDE CO., Inc. 


In the Guide Publishing Business Over Fifty Years 
CHICAGO NEW YORK CITY ST. LOUIS» 


—— — — — — — FREE TEN-DAY TRIAL — — — — — — 
MAIL THIS TODAY 


Kindly let us examine a copy of THE SHIPPERS’ GUIDE, that 
we may determine its merits and application to our business and 
how it will save money for us. If not satisfactory to us, we will 
return it within 10 days. 
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THE SHIPPERS’ GUIDE CO., INC. 
525 Plymouth Court, Chicago, Ill. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

lems. We do not desire to take the place of traffic man but to 
elp him in his work. 
right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
ddress Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Commodities Clause—Exception as to Lumber 
New York.—Question: Paragraph 8, section 1, of the in- 
terstate commerce act, as amended, reads as follows: 


From and after May 1, 1908, it shall be unlawful for any railroad 
company to transport from any state, territory, or the District of 
Columbia to any other state, territory, or the District of Columbia 
or to any foreign country any article or commodity other than tim- 
ber and the manufactured products thereof, manufactured, mined or 
produced by it or under its authority or which it may own in whole 
or in part or in’ which it may have any interest direct or indirect 
except such articles or commodities as may be necessary and in- 
tended for its use in the conduct of its business as a common carrier. 


We should like to have you advise us why timber and the 
manufactured products thereof are excepted from the rule pro- 
hibiting common carriers to transport any article in which it 
may have a personal interest. 

Answer: In the tap line cases, 234 U. S. 1, the Supreme 
Court of the United States discussed this exception in the com- 
modities clause of the interstate commerce act. The court, on 
pages 27 and 28 of its opinion, said: 


While Congress in enacting the commodities clause amending 
Section 1 of the act to regulate commerce (June 29, 1906, c. 3591, 34 
Stat. 584) sought to divorce transportation from production and man- 
ufacture and to make transportation a business of and by itself 
unallied with manufacture and production in which a carrier was 
itself interested, the debates, which may be resorted to for the pur- 
pose of ascertaining the situation which prompted this legislation, 
show that the situation in some of the states as to the logging indus- 
try and transportation was sharply brought to the attention of Con- 
pete and led to the exemption from the commodities clause of tim- 

er and the manufactured products thereof, this indicating the inten- 

tion to permit a railroad to haul such lumber and products although 
it owned them itself. And that Congress had the constitutional 
power to enact such exemption was held in United States vs. Dela- 
ware & Hudson Co., 213 U. S. 416-7. This declaration of the public 
policy which is now part of the commerce act cannot be ignored in 
interpreting the power and authority of the Commission under the 
act. The decision resulting in the action of Congress shows that rail- 
roads built and owned by the same persons who own the timber 
were regarded as essential to the development of the timber regions 
in the southwest and the necessity of such roads was dwelt upon 
and set forth with ample illustration by Commissioner Prouty in his 
concurring opinion in this case. 


Notice of Arrival—Freight Bill Constitutes 

Tennessee.—Question: We have a carrier in this city who 
does not send out arrival notices on less-than-carload shipments 
other than freight bills, they claiming that we are on the credit 
list and that freight bill is all the notice necessary. However, 
this same carrier. we understand, does not send notices to any- 
one, whether they are on the credit list or not, whereas another 
carrier in this city sends notices on every shipment, this car- 
rier claiming that it is unlawful not to send notices and that 
freight bill does not constitute notice of arrival under the 
rules of the Commission. 

Answer: That a freight bill constitutes notice of arrival 
seems to be apparent from the Commission’s findings in Quaker 
Oats Co. vs. Director-General, 80 I. C. C. 75. 

Freight Charges—Liability of Consignor as to Shipments Con- 
signed to Non-Agency Stations Where Consignor Signs 
Stipulation Provided in Section 7 of Bill of Lading Respect- 
ing Collection of Charges from Consignee 
Pennsylvania.—Question: The situation described below 

frequently arises in the conduct of our business and we would 

appreciate your opinion in the matter. 

We are withholding payment of freight charges due on 
numerous shipments consigned to destinations at which deliv- 
ering carrier does not maintain an agency. As all of these 
shipments moved in 1922 and 1923 on bills of lading contained 
signed clause respecting payment of freight charges denoting 
acceptance of conditions of section seven, we hesitate to honor 
these bills. 

The carriers contend that section seven of bill of lading 
does not enter into the matter and that they are compelled 
by law to collect freight charges when same are assessed in 
a with tariffs on file in effect at time that shipments 
moved. 

Answer: In its decisions in L. & N. R. R. Co. vs. Central 
Iron & Coal Co., 265 U. S. 59, the Supreme Court said: “But 
delivery of goods to a carrier for shipment does not, under the 
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interstate commerce act, impose upon a shipper an absolute 
obligation to pay the freight charges. The tariff did not pro- 
vide when or by whom the payment should be made. As ito 
these matters, carrier and shipper were left free to contract 
subject to the rule which prohibits discrimination. The carrier 
was at liberty to require prepayment of freight charges or io 
permit that payment to be deferred until the goods reached 
the end of the transportation. Wadleigh Southern Ry. Co. ys 
Georgia, 235 U. S. 651, 656. Where payment is so deferred, the 
carrier may require that it be made before delivery of the 
goods; or concurrently with the delivery; or may permit it 
to be made later. Where the payment is deferred, the con- 
tract may provide that the shipper agrees absolutely to pay 
the charges; or it may provide merely that he shall pay if 
the consignee does not pay the charges demanded upon deliv. 
ery of the goods. Or the carrier may accept the goods for 
shipment solely on account of the consignee; and, knowing that 
the shipper is acting merely as agent for the consignee, may 
contract that only the latter shall be liable for the freight 
—— Or both the shipper and the consignee may be made 
iable. 

In a footnote related to the above statement the court re- 
fers to section seven of the terms and conditions of the uniform 
bill of lading. 

Where shipments consigned to non-agency stations are ac- 
cepted without full prepayment of the charges thereon, the 
carrier, when it executes a bill of lading containing a signature 
to the clause respecting the collection of charges from the 
consignee apparently obligates itself to make collection of the 
charges from the consignee, regardless of the fact that, in de- 
livering the shipment, it loses its lien on the shipment. 

The carrier, of course, is not without a remedy against 
the consignee, as the consignee by acceptance of the goods im- 
pliedly agrees to pay the charges. 

Routing and Misrouting—Optional vs. Incomplete Instructions 
= of Shipper 

Louisiana.—Question: A carload shipment of lumber moved 
from A, La., destined to B, Ill. The original bill of lading car- 
ried no routing, but agent at point of origin inserted full rout- 
ing without consent or knowledge of shippers until after car 
had moved. However, it developed that consignee desired 
either X Railroad or Y Railroad delivery at destination, the 
shippers requested an intermediate carrier, who then held the 


car to change the routing, the letter of instructions reading as 
follows: 


We are enclosing herewith the original bill of lading covering V. 
S. & P. car 25457, and will ask that you kindly have the routing 
changed to X Railroad or Y Railroad. 


From the above you will note transportation company had 
option of routing either X Railroad or Y Railroad, and they 
used Y Railroad. However, it seems the rate applicable via 
Y Railroad was 34% cents, whereas via X Railroad a rate of 
29% cents was provided for. 

Please advise if, in your opinion, shippers are justified in 
asking railroad to protect rate of 29% cents. 

Answer: It is our opinion that, under the instructions 
given by the shipper, the intermediate carrier, having the op- 
tion of delivering the shipment to either carrier X or carrier 
Y, did not misroute the shipment in delivering the shipment 
to X Railroad, via which line the higher rate applied. In the 
absence of routing instructions it is the duty of a carrier to 
forward a shipment via the cheapest available and reasonable 
route. Likewise, the same rule applies where a shipper’s rout- 
ing instructions are incompléte. E. I. Du Pont De Nemours 
<r vs. Central Railroad Company of New Jersey, 55 I. C. C. 
? However, it does not seem to us that the shipper’s routing 
instructions were incomplete, unless it be said that his failure 
to specify only one delivering carrier made them such. 

: Damages—Measure of—Replacement Value 

Minnesota.—Question: What is the rule regarding replaced 
values in loss and damage claims? 

; Would be pleased to have you refer us to any of your past 
issues containing an article or discussion on this subject, and 
especially pertaining to flour claims. 

Answer: While the cases are not numerous which deal 
with the question of whether a consignee may, where. he has 
purchased goods at destination to replace goods lost or de- 
stroyed by a carrier, in order to fill, or, rather, complete, an 
order or orders on hand at the time the goods lost or destroyed 
should have arrived, recover the replacement value at destina- 
tion, there are cases which apparently so hold: See Heidretter 
Lumber Co. vs. C. R. R. of N. J., 122 Atl. 691; Smith vs. N. Y. 
O. & W. R..R. Co., 195 N. Y. S. 521; Haskell vs Hunter, 23 
Mich. 305, and International Harvester Co vs. C. M. & St. P. 
Ry. Co., 172 N W. 471. 

Drayage Expense Resulting from Erroneous Terminal Delivery 

Maryland.—Question: Would appreciate your decision on 
the following case: 

Carload of lumber was forwarded from point “A” to point 
“B,” bill of lading showed X Railroad delivery. Car arrived 
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METROPOLITAN WAREHOUSE COMPANY 


LOS ANGELES, CALIFORNIA 


OPERATED IN CONJUNCTION WITH 


CALIFORNIA TRUCK COMPANY 
Incorporated 1884 
Six Story and Basement Reinforced Concrete Building 
110’x 375’ Containing 270,000 Square Feet 
Sprinkler System Throughout 
Exceptionally Low Insurance Rate 
Merchandise Storage 
Space Leased in Warehouse With Offices for Tenants 
Distribution of Pool Carloads 
Double Track Private Spur 
Reconditioning of Packages for Foreign Shipment 
Custom House Brokerage’ 
Drayage Service 
Located immediately adjacent to the Retail, Wholesale and 
Jobbing Districts an] to the Railroad Terminals. 
New Building ready for occupancy January 1, 1925 
For further particulars address 
P. O. BOX 570, ARCADE STATION 


LOS ANGELES, CALIFORNIA 





ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°c*¢**«" 
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Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


MOBILE PENSACOLA GULFPORT 


ROTTERDAM and HAMBURG 
U.S.S.B. S.S. EFFINGHAM, sailing from Pensacola 
Nov. 11; sailing from Gulfport Nov. 13; sailing 
from Mobile Nov. 19. 
U.S.S.B. S.S. CLAVARACK, sailing from Pensacola 
Dec. 5; sailing from Mobile Dec. 12. 


LONDON and NEWCASTLE 
U.S.S.B. S.S. WEST HARDAWAY, sailing from Gulfport 
Nov. 18; sailing from Mobile Nov. 28; sailing from 
Pensacola Nov. 30. 
HAVRE and ANTWERP 
U.S.S.B. S.S. COAHOMA COUNTY, sailing from Gulf- 
port Dec. 1; sailing from Pensacola Dec. 4; sailing 
from Mobile Dec. 10. 
LIVE L 
S.S.B. S.S. ANTINOUS, sailing from Gulfport Dec. 4; 


sailing from Pensacola Dec. 8; sailing from Mobile 
Dec. 12. 


Mobile Oceanic Line 


Operated for 


United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 


| Mobile, Ala. 


STATE 
TRAFFIC 
MAPS 


With Postal Unit System 
applied quickly and 
definitely locating 
each place 

Reference Numbers 
WASTE TIME 
We eliminate them 
1355 pages of vital 
shipping information 


pee | All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 


Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 
805-807 Phoenix Building Minneapolis, Minn. 
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at destination over carrier “Y,” the latter line extending 1lo- 
cally between points A and B. On arrival of car at “B” over 
the lines of the originating carrier, consignee elected to take 
delivery from the originating line, with the understanding that 
the originating carrier would reimburse consignee for drayage 
charges under authtrity of conference ruling 509. 

At the time car was held at destination pending decisions, 
originating carrier advised the shipper that he would be prop- 
erly protected under conference ruling 509 if he took delivery. 
and waived his right under the bill of lading calling. for X 
railway delivery. 

Shipper now writes the general freight department of origi- 
nating line and asks for a refund of drayage charges amounting 
to about $16. Originating line replies they will pay the charges 
at once, upon receipt from the shipper of proper evidence of 
payment of drayage charges in the nature of a receipted dray- 
age bill; also the original paid freight bill. 

Shipper is irate over this request, and states that, inas- 
much as this was originating carrier’s error and that consignee 
really reduced the expense of the carrier by electing to take 
delivery by drayage rather than have the car back-hauled and 
put in route, he was not going to any additional expense or 
spend any time to produce the documents requested, which, he 
claimed, were not in his possession at the time the request 
was made. 

Question is, therefore, whether carrier can compel the 
shipper to produce these documents in support of his claim, or 
whether a mere statement on part of the shipper that con- 
signee was compelled to pay drayage charges and deduct the 
same from shipper’s invoice is sufficient evidence. * Strictly 
speaking, is this an overcharge claim? Does the Interstate 
Commerce Commission have jurisdiction or have they issued 
a ruling covering the necessary documents to be presented in 
support of an overcharge? Just what do you think would be 
the result if the shipper went to court rather than produce the 
documents? 2 

Answer: Reimbursement of the amount representing the 
expense of draying a shipment where the circumstances gov- 
erning its movement are such as outlined by you comes, in 
accordance with Conference Ruling 509, under the head of mis- 
routing. A claim for misrouting, while akin to one for over- 
charges, is not such. See Gwimm Bros. & Co. vs. Chesapeake 
& Ohio Ry. Co., 56 I. C. C. 298. 

It seems to us that, while the carrier is not demanding 
more of the shipper than he may properly do, the carrier, know- 
ing that drayage was necessary and was actually performed, 
can, without any great amount of trouble, ascertain what amount 
the shipper is entitled to and, in fact, must do so under Con- 
ference Ruling 509, which provided that the shipper or con- 
signee is to be allowed the cost of drayage at a reasonable 
charge therefor. 

With respect to the jurisdiction of a court over misrouting 
claims, see our answer to “Ohio,” under the caption “Misrout- 
ing—Jurisdiction of the Interstate Commerce Commission,” on 
page 912 of the October 15, 1924, Traffic World. It seems ap- 
parent therefrom that a court could not give consideration to 
the matter. 

As to the question of what documents must support a 
claim for overcharge, see our answer to “Virginia,” on page 
368 of The Traffic World of August 12, 1922, under the caption, 
“Overcharge Claims—Documents Necessary to Support.” 


Limitations Governing Collection of Undercharges Refunded in 
Amount of Supposed Overcharges 


Ohio.—Question: In August, 1920, we made a shipment of 
drain tile from A to B, via X Railroad and Y Railroad: 

At that time there was in effect a rate of 9%4cents per cwt. 

The X Railroad collected on this shipment an excess charge 
of $30.48 over and above the 9%4-cent rate and we, in turn, filed 
an overcharge claim with the X Railroad. Under date of Jan- 
uary 22, 1921, the Y Railroad refunded to us this $30.48, closing 
the incident. 


However, they are now writing us, asking us to refund to 
them this $30.48 which they paid, alleging that the through 
rate of 91% cents per cwt. did not apply to B in connection 
with the Y Railroad, and that the original collection was 
correct. 

We, having no historical tariff file to check this item, took 
the stand that this item was barred by the statute of limitation, 
having passed the three-year-and-one-day period. 

The X Railroad claims that this is not barred, it being an 
overpayment of a claim rather than an undercharge in freight. 

Will you kindly give us your views on this matter? 

Answer: We knew of no decision which bears on this 
subject other than that in G. G. & S. A. Ry. Co. vs. Lykes 
Bros., 294 Fed. 968, in which case it was held that the liability 
of a consignee for freight is on an implied contract arising 
from his acceptance of the goods with knowledge that they 
are surrendered by the carrier in reliance on his implied prom- 
ise to pay the charges, and an action against him to recover 
such freight is within the two-year statute of limitation of 
Texas; that an action to recover money paid on a settlement 
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through mistake of law and fact is not one on an express cop. 
tract, and is barred in two years under the statute of limita. 
tions of Texas.” 

See, in this connection, our answer to “New York,” op 
page 184 of the January 19, 1924, Traffic World, under the 
above caption. 

Limitations—Overcharges On Shipments Moving Between 
March 1, 1920, and June 7, 1924 

Oklahoma.—Question: Shipment was delivered on April 
15, 1920. Claim filed with carrier for an overcharge on March 
2, 1922. When the Harry B. Wolf decision was rendered, car. 
riers declined claim on account of the two-year statute of limi- 
tation. We contend that, inasmuch as the claim was filed with 
carriers within the three-year period, it is not now necessary 
to again file this claim with the Commssion in order to stay 
the statute of limitation. Is our contention correct? 

Answer: It is our understanding that as to claims accru.- 
ing on and after March 1, 1920, and more than three years 
prior to June 7, 1924, that is, prior to June 7, 1921, such claims 
must be filed with the Interstate Commerce Commission not 
later than December 7, 1924. 

See our answer to “Texas,” under the above caption, on 
page 146 of the July 19, 1924, Traffic World. 
Limitation—Action Before Commission with Respect to Reason- 

ableness of Charges on Shipments as to Which Carrier Has 

Collected Undercharge After Expiration of Two-Year Period 

Oklahoma.—Question: A shipment was delivered on Jan- 
uary 1, 1921, on which the carriers collected additional charges 
on October 24, 1922. Complaint was filed with the Commission 
on January 14, 1923, but was declined, seemingly, due to the 
fact that the shipper voluntarily paid the undercharge, thereby 
not making it necessary for carriers to institute suit. 

We are aware of the fact that, prior to June 7, 1924, on 
which date paragraph 3 of section 16 of the act to regulate 
commerce was amended, an additional 90 days was granted 
in which to permit shippers to file complaint after an under- 
charge had been collected, but this 90 days was only granted 
when a suit was brought by carriers to compel payment of 
this undercharge. 

The point which we are endeavoring to clear is whether 
paragraph (h) of the amended third paragraph (the provisions 
of this paragraph shall extend to and embrace cases in which 
the cause of action had heretofore accrued, as well as to cases 


_ in which the cause of action may hereafter accrue), has the 


effect of reinstating the complaint, as it will be noted that com- 
plaint was filed within the 90-day period now prescribed by 
ethe amended third paragraph. 

Answer: If subdivision (h) of paragraph 3 of section 16 
of the act has the effect of giving a retroactive effect to the 
provisions of subdivision (d) thereof, as seems to be intended, 
they claim in question, while apparently barred under the pro- 
visions of paragraph 3 of section 16 of the act, prior to its 
amendment on June 7, 1924, was, under the amended section 
16, filed within the statutory time. 

Classification Exception vs. Specific Commodity Rates 

Massachusetts.—Question: Maine Central Exceptions to 
the Official Classifications, I. C. C. No. C-3760, contained a pro- 
vision at the top of pages 9-14 that the exceptions would apply, 
“Unless published commodity rates are less.” During the 
period when the exception sheet was effective, there was 4 
commodity rate in effect higher than the rate provided for in 
the exception sheet. The commodity rate was applied by the 
carrier and they refused to entertain claim for overcharges, 
contending that the commodity rate was the only lawful rate in 
effect at the time of movement, yet refusing to explain why 
such a provision was inserted in their exception sheet. 


Will you kindly cite any similar case which has been before 
the Commission? 


Answer: While the Commission has held (see Burnham- 
Munger-Root Dry Goods Co. vs. Director-General, 58 I. C. C. 
73; Warden-Allen Co. vs. C. M. & St. P., 42 I. C. C. 362) that 
a specific commodity rate takes preferencd over a rating pro- 
vided for in a classification exception sheet, under the wording 
of the heading on pages 9 to 14 of the classification exceptions 
to which you refer, it seems to have been intended that ratings 
therein were to be used, except where the use of a published 
commodity made a lower rate, and this effect must be given 
thereto if a literal interpretation is to be given the same. 

It is possible, however, that the Commission would hold 
that the general rule that the publication of a commodity rate 
removes the application of a class rate governs, regardless of 
such a provision in the classification sheet as that in question. 

We cannot locate an opinion of the Commission in point. 

Delivery at Non-Agency Stations—Liability of Carrier 

Missouri.—Question: Please state your opinion, and cite 
leading court decisions, if any, on the following: 

The carrier maintains at station X a representative, who 
is termed by it a “custodian.” The carrier alleges that the 
duties of this “custodian” are to keep the station, which is a 
box car, and the surroundings in a respectable condition. The 
consignee alleges, on the other hand, that this representative, 
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INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


DENVER, COLORADO 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 





‘ 


Fireproof Warehouses ‘on Track 


For the Storage of Merchandise . 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


A pr nay cate gy STOCK within the territory served, sa : 
to six days in deliveries to SOUTHWESTERN TERRITORY Storage ae feet 


MER RAGE AND FORWARDING 
CHANDISE STORAG rt Negotiable Warehouse Receipts Issued 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. | The Weicker Transfer & Storage Company 
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or custodian of the carrier, in addition to these duties, also 
notifies consignee when shipments arrive, and gives a memo- 
randum covering any damage or shortage. Further, that he 
carries a key to the station and that it is only possible to obtain 
delivery of shipment through him. 


Station X is listed in the freight tariff as a prepaid station. 
A shipment was made to this point, and, upon arrival of same, 
part of it was delivered to the consignee the date of arrival, 
and the remainder left to be picked up the following day. The 
next day when consignee called for the remainder of this 
shipment, he was informed that it had been stolen. The carrier 
declines all liability based upon paragraph F, section 4 of the 
contract terms and conditions of the bill of lading. 


We contend that inasmuch as this representative, or ‘“cus- 
todian,” performs all of the duties of an agent at an open 
station as regards the delivery of freight, the liability of the 
carrier, until the expiration of the 48 hour free time, is that of 
a@ common carrier and not a warehouseman. The fact that 
the station is carried in the freight tariff as a prepaid station 
is simply notice to the shipping public of the necessity of pre- 
paying freight charges to that point, but does not affect the 
carrier’s responsibility under the circumstances. 


Answer: With respect to the delivery of goods at non- 
agency station, the Supreme Court, in deciscion in Y. & M. 
V. R. R. Co. vs. Nichols & Co., 256 U. S. 540, said: 


Less-than-carload freight awaiting shipment must ‘ordinarily be 
left on the station platform to be picked up by the ceaeng train 
and lots arriving must be dropped on the platform to be called for 
by the consignee. At such stations the situation in respect to car- 
load freight is not materially different. And this is true whether the 
car be loaded for shipment on the public siding or on a neighboring 
private siding, and whether the arriving loaded car be shunted onto 
a public siding or a private siding. There carload, as well as less- 
than-carload freight, whether outgoing or incoming, must ordinarily 
be left unguarded for an appreciable time. It is not unreasonable 
that shippers at such stations should bear the risks naturally attend- 
ant upon the use. The reason why an agent is not appointed is 
that the traffic to and from the station would not justify tle ex- 
pense. The station is established for the convenience of shippers 
customarily using it. And the paragraph here in question was ap- 
parently ra to shift the risk from the carrier to shipper or 
consignee of th classes of freight. It does so in the case of less- 
than-carload freight by having the carrier’s liability begin when the 
goods are put on board cars and end when they are taken off. It 
does so in the case of carload freight by limiting liability to the 
time when the car is attached to or detached from the train. But, 
at a station where there is a regularly appointed agent, it would be 
obviously unreasonable to place upon the shipper, after a bill of 
lading has issued, the risks attendant upon the loaded car remaining 
on the public siding because it has not yet been convenient for the 
carrier to start it on its journey. 


Apparently the “custodian” to whom you refer is not a 
“regularly” appointed agent, and is not held out by the car- 
rier as such, as is evidenced by the tariff provision which 
oo the station in question as a prepaid or non-agency 
station. 


We are therefore, of the opinion that the carrier cannot 
be held liable as such for goods delivered at such a station. 
See, in connection with this question, Morrison Tent, etc., Co. 
vs. Ill. Cent R. Co., 190 Mo. A. 67, 175 S. W. 220 and Allam 
vs. Pennsylvania R. Co. (Pa.), 38 A. 709. 


Deposit for Cars Ordered from Carrier 


California.—Question: Can a common carrier by railroad, 
after requiring that a deposit be made by a consignor ordering 
a special car for the movement of freight, retain the deposit 
when the shipper does not tender the goods for transportation? 


What I have in mind is this: That where a railroad 
carrier does not publish any rules or regulations governing such 
transactions, and to‘adequately take care of the shippers needs, 
finds it is necessary to haul special equipment empty for a 
distance of 500 miles to the proposed point of shipment, 
requiring a deposit from the shipper in good faith, can it 
retain such deposit when the shipper cancels his order. 

I would appreciate receiving information on this point and 
if possible give citations as to case before the courts. 

Where such questions have arisen in the past, or if the 
Interstate Commerce Commission have passed upon this ques- 
tion, or if this question has never been before either the courts 
or Interstate Commerce Commission, is it your opinion that the 
Interstate Commerce Commission have the jurisdiction over 
such transactions under the car service act, and if so is it 
necessary for the carrier to publish such rules and regulations. 

Answer: It seems apparent that in order to lawfully assess- 
the charge in question there should be tariff authority therefor, 
inasmuch as the charge is one which is connected with the 
transportation of freight, within the meaning of Section 6 of 
the Act, and in I. & S. Docket No. 1451, Deposit for Live- 
Poultry Car Ordered, 66 I. C. C. 53, the Commission had under 
consideration the proposed requirement by the L. & N. Rail- 
road and other carriers of a deposit where live-poultry cars are 
ordered. 

As to the question of the jurisdiction of the Interstate Com- 
merce Commission to order the refund of the amount ofa 
charge made by a carrier where a transportation service has 
been rendered for which there is no tariff authority see the 
Commission’s opinion in Memphis Freight Bureau vs. Kansas 
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City Southern Ry. Co., 17 I. C. C. 91, on pages 91 and 92 of 
which opinion the Commission said: 


The rate of 89 cents was duly published, but there was no tarigr 
whatever for refrigeration. We hold that where a transportation hag 
been rendered for which no tariff authority whatever existed at the 
time, and where the shipper has paid the sum claimed by the carrier 
for that service, this Commission has jurisdiction to inquire what 
was a reasonable charge for the service and to order the repayment 
of whatever the carrier has collected over and above such reagon- 
able charge. It can not order a repayment of the entire amount 
paid, since the authority of this Commission only extends to the 
——— of damages for violations of the act, and certainly there 
are no damages in any proper sense of the word unless the shipper 
has been compelled to pay more than a reasonable rate. Moreover 
to hold that one shipper should pay nothing for his transportation 
while his competitor shipping perhaps the next day must pay a rea- 
sonable charge, would be to permit and create the very discrimine- 
tion which the act seeks to prevent. 


ICING RULE PROTESTS 


The Trafic World Washington Bureay 


Shippers and receivers of vegetables throughout the country 
have asked the Commission to suspend three rules in supple- 
ment No. 35 to Dearborn’s Perishable Protective Tariff No. 2, 
his I. C. C. No. 1 effective November 10. They are rules 200] 
240-E and 241. Pacific coast shippers have protested against 
the three rules and allege, in a protest filed by H. C. Lust and 
Max Thelen, representing shippers of more than 23,000 carg of 
vegetables, that they alone would be forced to pay charges 
amounting to $1,400,000 in addition to what they now pay. 

The Florida railroad commissioners, through James E. (Cal- 
kins, their counsel, asks merely for the suspension of paragraph 
(G) of rule 200-I. They are interested chiefly in top-icing for 
green corn. The Californians and other Pacific coast shippers 
are interested in a greater variety of methods used in keeping 
vegetables fresh until they reach the eastern markets. 

Florida lines, in June, construed the Commission’s decision 
in I. and S. No. 1824 as forbidding top-icing, that case involving 
questions concerning that. method of shipping vegetables. The 
top-icing method the Florida and Pacific coast protestants aver 
is necessary because the refrigeration offered by the carriers 
is insufficient to protect the commodities they hold themselves 
out to haul. When the carriers construed the Commission’s 
decision in that way the Commission, through Directors Hardie 
and Bartel informally took up the subject and informally ruled 
that the decision did not forbid top-icing. They suggested 
that the southern carriers continue to allow top-icing for the 
remainder of the season just past, and then, if they thought that 
top-icing should be forbidden, file tariffs to that effect. 

The carriers from the south construed the decision to 
allow them to forbid top-icing on the ground of damage to the 
insulation of refrigerator cars. The southern lines construed 
the supplement to the Dearborn tariff as forbidding top-icing 
and added that that was their intention. 

On that question of damage to refrigerator car insulation, 
the “Pacific coast shippers asserted that when the Commission, 
in its report in I. and S. No. 1842 said the melting of the ice 
would damage refrigerator cars it had been misled by testi- 
mony based on a misapprehension of facts. They said they 
had conducted an investigation and were prepared to show that 
proper insulation would not absorb moisture, warp or crack. 
They said they had immersed insulation in brine, cooked 
it in hot water, washed it under high pressure steam, after the 
insulation had been in use for thirteen years, and that the 
insulation after the service and tests, was as good as the day 
it was first built into the car. Therefore they asserted that, 
contrary to the declaration in the Commission’s report in I. and 
S. No. 1842, top-icing did not injure a properly built car in any 
way, shape or form. 

The west coast protestants said standard refrigeration, plus 
crate icing and plus top-icing was the method they had to use 
and that on shipments of that kind, rule 201, would cause al 
increase of $88 per car, bringing the total cost of icing a carload 
of vegetables in a car so loaded, up to $341. At the time they 
wrote that they were speaking for shippers of 16,000 carloads. 
Later the number of protestants increased so that they spoke 
for shippers of 23,000 carloads. 2 

The proposal, briefly, is to allow the use of 5,000 pounds 
of ice for top-icing at an additional cost of 20 per cent of the 
standard refrigeration charge of $90 per car, any excess at the 
commodity rate of $1.75 per 100 pounds on vegetables. But 
the protestants said they had to use 9,000 pounds for top-icing in 
addition to ice in the crates. That being so, they figure they 
will be called upon to pay on 4,000 pounds additional ice, the 
items all totaling $341 per car, or 88 more than at present. 

Protestants other than those mentioned, who made formal 
protests were: F. E. Nellis & Co., Chicago; Nash Shareholders 
Co., Minneapolis; National Fruit and Vegetable Shippers’ Asso 
ciation, Chicago; G. W. Collier, in behalf of shippers at Prov- 
idence, R. I., and Imperial County Farm Bureau. Individual 
shippers also protested by wire. . 


INTERLOCKING DIRECTORATES, ETC. ; 
Guy J. Bunting has been authorized to hold the position 
of auditor of the Chicago & Illinois Western Railroad in addi- 
tion to positions previously authorized. 
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MriNesN 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. CHAS. R. McCORMICK 


Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson grerers x 67 het St., New York 


cme eh Sa 
McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 

Thru _ bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 

For rates, dates of sailing and other information apply to 


Md. 
39 South St.* 
And at our Branch Offices at porte of call, ete. 
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WILLIAMS STEAMSHIP a7 Ine... oneets 
Moore and Water Streets, New York “Tel : di r 2 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New beer bf nen sony Baltimore and Norfelk to _ Angeles 
n Francisco, Portland, Seattle and Taco 


WESTBOUND SAILINGS | 
*ECUADOR Neviadier 7 


Q November 22 
*COLOMBIA December 5 


Through bills of lading issued for transsh‘pment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


FRANCISCO _— LOS ANGELES 
SANTA PAULA... : Seas 1 November 3 
eee OLIVIA. . 


November 20 November 22 
. November 29 December 1 
er steamer cal ni t Manzanillo, San Jose de Guatemala, La 

Libetat Co Corinto, Canal Zone, auvenn (East bound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CITY OF SAN FRANCISCO sails from San Francisco, November 8 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. 5S. COMPANY 


10 Hanover Square, New Y: 508 California St., San Francisco 
605 Pah Bidg., Loa — » Calif. 


em; Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HARRISON” 


Sails from NEW YORK, November 13, 1924 
(Pier 15, New York Dock Co., Brooklyn, N. Y.) 
(and a sister ship every fourteen days thereafter) to the ports of 


Los Angeles Honolulu Shanghai © Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


“PRESIDENT HARRISON’ 


Sails from SAN FRANCISCO, December 6, 1924 


Honolulu Shanghai i Penang 
Kobe Hong Kong Singapore Colombo 


wsrtese a ath ape sg 


cisco or —. 


Dependable Service Regular Sailings © Unsurpassed Facilities 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


ara ILL. 
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INDIANA COAL RATES 


The Trafic World Washington Bureau 

A general inquiry into the quality of the coal rates pre- 
scribed by the Indiana commission, in its order of February 
15, 1924, has been ordered by the Commission, No. 16308, in 
the matter of intrastate rates on bituminous coal within the 
state of Indiana, on petition of the steam railroads in that 
state. The railroads alleged the rates required by the Indiana 
commission were less than those permitted to be established 
by the federal commission on interstate traffic. The carriers 
further charged that the observance, by themselves, of the 
Indiana order, would cause and result in undue and unreason- 
able preference and advantage to intrastate commerce, to the 
undue and unreasonable prejudice and disadvantage of inter- 


state commerce. In the substantive part of its order the Com- 
mission said: 


It is ordered, (1) That an investigation be, and it is hereby, in- 
stituted to determine whether the rates on bituminous coal required by 
the Public Service Commission of Indiana to be maintained by said 
railroads, cause or will cause any undue or unreasonable advantage, 
preference, or prejudice as between persons or localities in intra- 
state commerce on the one hand and interstate commerce or foreign 
commerce on the other hand, or any undue, unreasonable or unjust 
discrimination against interstate or foreign commerce; and as to 
what rates if any, or what maximum or minimum shall be pre- 
scribed to be charged by the petitioners, in order to remove such 


advantage, preference, prejudice or discrimination, if any, as may be 
found to exist. 


The Commission reopened, for further hearing, No. 15223, 
sub-numbers 10, 12, 13 and 14; No. 15120, sub-numbers 1 to 4, 
inclusive, and No. 15018, sub-numbers 7 and 8. It joined the 
following cases with its formal investigation docket number 
for consideration and disposition: No. 15223 (Sub-No. 10), 
Hub Coal Company vs. Wabash Railway Company et al.; No. 
15223 (Sub-No. 12), J. J. Voors Coal Company vs. Chicago, 
Milwaukee & St. Paul Railway Company et al.; No. -15223 
(Sub-No. 13), Summitville Drain Tile Company vs. the Cleve- 
land, Cincinnati, Chicago & St. Louis Railway Company et al.; 
No. 15223 (Sub-No. 14), J. N. Russell vs. the Lake Erie & 
Western Railroad Company et al.; No. 15120, South Side Lum- 
ber & Coal Company vs. the Cleveland, Cincinnati, Chicago & 
St. Louis Railway Company et al.; No. 15120 (Sub-No. 1), 
People’s Coal & Material Company vs. Chicago & Eastern Illi- 
nois Railroad Company et al.; No. 15120 (Sub-No. 2), Van 
Gundy & Thomas vs. Wabash Railway Company et al.; No. 
15120 (Sub-No. 3), Walter Harrison vs. Wabash Railway Com- 
pany et al.; No. 15120 (Sub-No. 4), Citizens’ Coal & Supply 
Company vs. Wabash Railway Company et al.; No. 15018 (Sub- 
No. 7), W. M. Smith & Co. et al. vs. Chicago & Eastern Illinois 
Railroad Company et al.; No. 15018 (Sub-No. 8), Grant Coal 
& Supply Company vs. the Cleveland, Cincinnati, Chicago & 
St. Louis Railway Company et al. 


PENNSYLVANIA METHODS ATTACKED 


W. W. Atterbury, vice-president of the Pennsylvania Rail- 
road Company, summoned as a witness by the Senate com- 
mittee investigating campaign contributions, defended the prac- 
tice of the company in printing on the back of Pennsylvania 
dining car menu cards editorial expressions opposing Senator 
La Follette for President of the United States. The practice 
was criticized by counsel for La Follette. Mr. Atterbury said 
the road was justified in what it was doing and indicated it 
would continue to oppose La Follette. Counsel for La Follette 
indicated that they did not think it was right because the 
“people’s money” was being used for it, their theory being 
that the people paid for the publicity against La Follette in 
freight and passenger fares. 





APPLICABILITY OF SECTION 15-A 


Examiner Burnside held a hearing October 28 in Washing- 
ton on the question of whether the Lackawanna & Wyoming 
Valley Railroad Company is subject to section 15-a of the 
interstate commerce act. Representatives of the company said 
it was an electrically operated interurban road between Scran- 
ton and Wilkesbarre, Pa., a distance of approximately 20 miles. 
They said it was not operated as a part of any system of 
steam railroad transportation, that it was not engaged in the 
general transportation of freight, that its business was prin- 
cipally passenger traffic of a local character, and that, there- 
fore, it was not subject to the provisions of section 15-a. 


MOTOR TRUCKS AS RAIL AID 


The Trafic World New York Bureau 


That motor truck services can be and should be developed 
as @ supplement to existing railroad lines is the conclusion 
reached’ by the National Bank of Commerce in an analysis is- 
sued this week. 

The bank declares that, in addition to the advantages of the 
trucks in solving feeder line problems, they offer a solution of 
the short-haul and local traffic needs, referring to the statement 
that there jis ysually no profit for the railroad in carrying 
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freight less than 40 miles. The bank says that, while this plan 
does not include store-door delivery, the latter is a logical de. 


velopment that may follow in the course of time. On this point 
the bank says: 


The motor truck has nearly displaced the horse-drawn vehicle 
in many types of short distance hauling. For long-distance trans- 
portation the railroads are beyond doubt more economical and ex- 
cepting under unusual circumstances motor trucks are not able to 
compete with them in the movement of car-load lot long-haul traffic. 
There is, however, a field of uncertain extent in which the motor 
truck may compete with the railroad. 

The ideal relation of the motor truck to the railway is that one 
should supplement the other. The motor truck may be applied to 
the solution of railroad problems in the following ways: 

As a feeder, either on lines of light traffic, or in territories 
where the volume of traffic has not heretofore justified the construc- 
tion of railway branch line feeders. 

As a substitute for the railroad in short haul or local sery- 
ice, which frequently is an unprofitable service rendered by the rail- 
roads and a drain on profits derived from other sources. 

(3) As a solution of terminal problems, reducing or doing away 
with the movement of freight by car between stations within the 
same terminal area, and costly switching operations. 

(4) The motor bus or the gasoline rail car, literally a modifica- 
tion of the motor bus, may be substituted for the railway passenger 
train on lines of light passenger traffic. 


CHICAGO SHIPPERS’ CONFERENCE TO MEET 


The Chicago Shippers’ Conference Association will hold its 
annual luncheon at the Hotel La Salle, Chicago, November 4. 
President J. E. Gorman of the Rock Island will be the speaker, 


The Special Service Department of The Traffic Serv- 
ice Corporation at Washington, D. C., has moved from 
the Colorado Building to the Mills Building, 17th Street 
and Pennsylvania Ave., N. W., effective November 1. 





Digest of New Complaints 


No. 15841, Sub. No. 15. S. S. Butler Sons Co.,}Hutchinson, Kan., vs. 
Santa Fe et al. 

Unreasonable rates, in violation of Sections 1, 2 and 6 of the 
act, on_coal from mines in Colorado and New Mexico to Hutch- 
inson, Kan. Asks reasonable rates and reparation. 

No. 15695 (amended complaint)—Railroad Commisioners, State of Flor- 
ida, Tallahassee, Fla., vs. Aberdeen & Rockfish et al. 

Unjust and unreasonable charges on shipments from Florida 
of pre-cooled vegetables in dry refrigerator cars, unjust and un- 
reasonable detention charge at pre-cooling plant on Florida citrus 
fruits and vegetables, and unjust and unreasonable icing charges, 
and unjust and unreasonable rates as result of alternative use 
of rates on vegetables, N. O. S., to shipments from Florida of 
pre-cooled celery in dry refrigerator cars. Asks cease and desist 
order and orders requiring defendants to correct rates and prac- 
tices complained of. 

No. 15806. Sub. No. 1. Alpha Portland Cement Co., Chicago, II, 
vs. Ashland Coal & Irion Ry. Co. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates 
which violate the fourth section on portland cement from Iron- 
ton, O., and St. Louis, Mo., to destinations in Kentucky and 
Tennessee. Asks joint through rates and a proper relationship 
between St. Louis and Ironton, on one hand, and various pro- 
ducing points on the other. 

No. 16161, Sup No. 2. Lone Star Gas Co., Dallas, Texas, vs. Penn- 
sylvania et al. 

Unreasonable rates on carload shipments of internal com- 
bustion engines from Mt. Vernon, Ohio, to Irving, Tex. Asks 
reasonable rates and reparation. 

No. 16198, Sub. No. 17. W. D. Juday, Rhinelander, Wis., vs. Chi- 
cago & North Western et al. ; 
ates in violation of Section 6 on six carloads of potatoes from 
=e Lakes and Pelican, Wis., to Mattituck, L. I. Asks repa- 
ration. 


No. 16227, Sub No. 1. Armour and Co, et al, Chicago, Ill., vs. L. 
& N. et al 


Unreasonable rates and charges on fresh meat, packing house 
products and other articles classified less than carload in official 
classification, transported in_peddler cars, from Chicago and 
East St. Louis to points in Kentucky, Virginia, and West Vir- 
—_ Asks reasonable rates and per car minima, and repara- 

on. 

No. 16300. Sub. No. 2. Armstrong Packing Co., et al., Dallas, Tex., 
vs. Abilene & Southern et al. 

Unjust, unreasonable and unlawful rates and charges on cotton 
seed oil from Texas points taking groups F and H in Countiss 
I. C. C. No. 1129 to destinations in Arizona, California, Nevada, 
Oregon,. Washington, and Utah, and other destinations. Asks 
for reasonable rates and reparation. 

o. 16308. In the matter of intrastate rates on bituminous coal 

within the state of Indiana. 5 

This is an investigation instituted by the Commission under 
section 13 of the Act. 

No, 16338. The West Virginia Rail Co., Huntington, W. Va., VS. 

Chesapeake & Ohio et al. 

Unreasonable, discriminatory and prejudicial rates on iron and 
and steel rails from Huntington to points in Kentucky, Ten- 
nessee, and Virginia. Asks reasonable, non-prejudicial and non- 
discriminatory rates and reparation. 

- 163 Three Forks Portland Cement Co., Denver, Colo., VS. 
Chicago, Milwaukee & St. Paul et al. : 

Unreasonable, preferential, prejudicial and discriminatory rates 
on‘ plaster. from Hanover, Mont., to points in Oregon on the 
Southern Pacific. Asks reasonable rates from Hanover to points 
in Oregon, anda just, reasonable and non-diseriminatory rela- 
tionship oef.rates on er from Hanover to Oregon destina- 
tions on the Southern Pacific,.on the. one hand, and points in 


—— Colorado and Nevada to points in Qregon, on the other 
and. 
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What this 


difference in 


lumber thickness 
means 


A few of the 
Products shipped 
in Pioneers 


Aluminum ‘Insulators 
Ware Knit Goods 
Automotive Leather 
Products Goods 
Batteries Locks 
Bottles Meat 
Candy Paint 
Castings Paper 
Chairs Radiators 
Chemicals Screw 
Drugs Machine 
Electrical Products 
Supplies Spark Plugs 
nmamel Ware Tires 
Furniture Varnish 
Hosiery Wrenches 


Compare the thicknesses of lumber 
used in the old fashioned nailed 
wood box and the Pioneer Wirebound 
Box—the strongest and lightest wood 
box made. 


Thousands of manufacturers are now 
using this money saving, lumber sav- 
ing, labor saving, time saving box. 
They pay for only 14 the lumber they 
formerly used. 


Freight and express charges are less 
because of the great difference in box 
weight. Labor costs are reduced. It 
takes quite some time to build an or- 
dinary box, but Pioneers are assem- 
bled in two minutes or less. There are 
fewer loss and damage claims with 
Pioneers because Pioneers are strong- 
er and are sealed against petty theft. 


We will gladly design a Pioneer Box 
or Crate to suit your products. Test 
it in any way. Prove to your own sat- 
isfaction that Pioneers can cut ship- 
ping costs for you as they have done 
for manufacturers in almost every 
industry. A brief note to us is all 
you have to do. 


GENERAL BOX COMPANY 


506 N. Dearborn St., Chicago, Illinois 
Seventeen Factories Give You Close at Hand Service 


poealuse, La. Crawfordsville, Ind. | Houston, Tex. Nashv'lle, Tenn. 

Brewton, Ala Detro't, M'ch. Illmo, Mo. New Orleans, La. 

rooklyn, N.Y East St. Lou's, Ill. Kansas City, Mo. Pearl River, La. 

incinnati, O Hattiesburg, Miss. Louisville, Ky. Sheboygan, Wis. 
Winchendon, Mass. 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Manchuria Nov. 6 S.S. Finland Nov. 8 Nov. 10 
S.S. Kroonland Nov. 20 S.S. Manchuria Nov. 29 Dec. 1 
S.S. Finland Dec. 4 S.S. Kroonland Dec.13 Dec. 15 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Sceattle—Tacoma 



































United Fruit Company 


General Offices, 131 State Street, Boston, Mass. 


STEAMSHIP SERVICES 


REGULAR FREIGHT SAILINGS 


FROM 
New York, Boston and New Orleans 
TO 
Havana and Santiago, Cuba 
ie OO Coeeadene 


Puerto Colombia 


P. Antoni 
eee Santa Marta 


Jamaica Outports 


I 
CANAL ZONE ag mg pm 
Cristobal ALSO 
Ports of Guatemala 
PANAMA and British and 


Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


Ro Bg ee re ee New York, N. Y. 
321 St. Charles Street ............... New Orleans, La. 
RR a gh win aso asin Boston, Mass. 
Marquette Building...................... Chicago, Ill. 


Huff Shipping Agency........... San Francisco, Calif. 
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_No. 16340. _— Coal Traffic Bureau, Chicago, vs. Alton & South- 
ern et al, 

Alleges that since decision in Ohio Valley Coal Operators’ 
Association vs. Ilinois Central, 53 I. ©. C. 148, as well as in 
other cases, the conditions and situations both as to rate and 
commercial competition, upon which the said decisions were 
predicated have so materially changed that the present relative 
rate adjustment and the differentials thus effective as between 
western Kentucky groups and the Southern Illinois and other 
Illinois groups to points in Indiana, Michigan, Wisconsin, Min- 
nesota, the Dakotas, Illinois, Nebraska, Iowa, Kansas, Missouri 
and Arkansas, have become and are unjust and unreasonable 
and unduly and unjustly discriminatory and prejudicial to the 
Southern Illinois, Belleville and other Illinois groups and un- 
duly preferential to the west Kentucky group to the extent 
that the differentials are less than 50 cents per ton west Ken- 
tucky group over the Southern Illinois group rates, and 85 
cents per ton over the Belleville group on tonnage moving via 
the East St. Louis gateway and for the other Illinois groups 
to the additional extent of differentials as between the South- 
ern Illinois group and the other Illinois groups as fixed in the 
Illinois Coal Cases of 1920, all in violation of Sections 1, 2 and 
3 of the Act. Asks for just, reasonable and non-discriminatory 
rates on bituminous coal to correct situation complained of. 

No. 16341. Nebraska State Railway Commission, Lincoln, Nebr., vs. 
Alexandria & Western et al. 

Unreasonable and discriminatory rates on sugar from New 
Orleans and related territory to stations in Nebraska west of the 
so-called Omaha-Lincoln-Fremont differential territory; that 
rates to central Kansas jobbing points as compared to rates 
to stations in the eastern part of Kansas, on the one hand, 
when compared with jobbing stations in Nebraska such as Co- 
lumbus, Grand Island, Hastings and Norfolk as compared to 
the rates to eastern Nebraska and Missouri River stations in 
Iowa, on the other hand, are discriminatory and unlawful, Asks 
reasonable rates. 

No. — Ps Steel & Rolling Mill, Inc., Birmingham, Ala., 
vs. L, . 

Unreasonable charges on scrap iron from New Orleans to 
Birmingham. Asks reparation. 

No. 16343. E. I. duPont de Nemours & Co., Wilmington, Del., vs. 
Houston & Brazos Valley et al. 

Unreasonable, discriminatory and prejudicial rates on crude 
sulphur from Sulphur Mines, La., and Bryan, Tex., to Mooar, 
Iowa. Asks reasonable rates and reparation. 





Note. Items in the Docket marked -with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


November 3—Grand Island, Nebr.—Examiner Fleming: 
16258—The Grand Island Chamber of Commerce, for and in behalf of 
the Donald Company vs. C. B. & Q. R. R. et al. 

November 3—New York, N. Y.—Examiner Gerry: 


13737—Midland Linseed Products Company vs. Director Genera, 
D. L. & W. R. R. et al. 


*16208—Cook & Swan Company, Inc., vs. C. R. R. of N. J. et al. 
November 5—Augusta, Maine—Examiner Davis: 
Finance No. 4092—In the matter of the application of the Quebec 
Extension Railway Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of road. 
November 5—Washington, D. C.—Division 4: 
.~%. No. 3541—Excess income of Duluth, Missabe & Northern 
y. Co, 
November 5—Washington, D. C.—Examiner Keliey: 
Val. Dkt. No. 343—In re the tentative valuation of the property of 
the Norfolk & Western Ry. Co. 
November 5—New York, N. Y.—Examiner Gerry: 
16111—Dequesne Reduction Company vs. P. R. R. et al. 
November 6—Washington, D. C.—Examiner Carter: 
' 13313—Michigan Traffic League vs. Ann Arbor R. R. et al. 
November 5—Council Bluffs, Ia.—Examiner Fleming: 
16146 (and Sub. No. 1)—Bluff City Lumber & Coal Company et al. 
‘Va. nta Fe et al. 
November 6—Washington, D. C.—Director Mahaffie: 
Finance No. 3859—Excess income of New York Central Lines, 


November 6—El Paso, Texas—Examiner McChord: 
ie ar a Bithulithic Company vs. El Paso & Southwestern 
. R. et al. 
November 6—Argument at Washington, D. C.: 


‘|. and S. No. 2179—Storage in transit on apples and pears at points 
in C. F. A. territory. 


‘1. and S. No. 1919—Carload and less-carload commodity rates be- 
tween points in Southern territory. 
November 6—Minneapolis, Minn.—Examiner Witters: 
1. and S. No. 2224—Transit privileges and intermediate rule on 
lumber. 
November 6—New York, N. Y.—Examiner Gerry: 
15414—-Marcellus & Otisco Company, Inc., vs. N. Y. O. R. R. 
November 6—Sioux City, Ia.—Examiner Fleming: 
14533—-Traffic Bureau of the Sioux City Chamber of Commerce et 


al. vs. B. & O. R. R.. et al. (Further hearing on question of 
reparation., 


15506—Kennedy & Parsons Company vs. C. & N. W. Ry. et al. 
November 6—Hattiesburg, Miss.—Examiner Hillyer: 
i. Ene of No. 2106—Lumber from Mississippi Valley points to Sli- 
ell, 
November 6—Chicago, Ill.—Examiner McGrath: 
i. a No. 2236—Cancellation combination rule on sand and 
Vv 
November 7—Argument at Washington, D. C.: 
1 - pentwoas | Ice Manufacturing and Bottling Works vs. Amer. 
y. Express 4 
1. and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi Valley. 


Docket of the Commission 
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No. 16344. Duncan & ack Produce Co., Inc., Phoenix, Ariz., ys 
Santa Fe. , 
Unreasonable rates and charges on grapefruit from Phoenix 
Arizona, to Los Angeles, Calif. Asks reparation. " 
No. 16345. S. P. Bowers Co., Philadelphia, Pa., vs. Director Gen- 
eral as Agent. 

Unreasonable and illegal rate and charges on double carload 
of yellow pine piling or _— from Hadley, Ala., to Saint George 
Staten Island, New York. Asks reparation. ‘ 

No. 16346. The Atlantic Refining Co., Philadephia, Pa., vs. Pennsyl- 
vania et al. 

Unreasonable charges on tank car of gasoline from Point 
Breeze, Philadelphia, to New Haven, Conn. and reshipped to 
Auburn, R. I. Asks reparation. 


No. es a P. Bourgoin & Co., Inc., Elmwood, Ill. vs. C. B, & 
. et al. 
Unreasonable and discriminatory charges on 23 carloads of 
rough granite from Middlebrook, Mo., to Elmwood, Ill. Asks 
reparation. 


No. 16348. Mentone Lumber Co., Mentone, Ind., vs. New York 
Chicago & St. Louis. : 
Illegal charges on anthracite coal from points in Pennsylvania 
to Mentone, Ind., because of refusal of defendant to re-weigh 
cars consigned to complainant. Asks cease and desist order 
and reparation. 
No. ety J. S. H. Clark Lumber Co., Atlanta, Ga., vs. A. B. & A, 
et al. 

Unreasonable rates and charges on lumber from LaGrange, 
Ga., to Chester Station, Philadelphia. Asks reparation. 

No. 16350. Transcontinental Oil Co., Pittsburgh, Pa., vs. Pennsyl- 
vania et al. 

Unreasonable, discriminatory and prejudicial rates on petro- 
leum lubricating oi] from Coraopolis, Pa., to Follansbee, W. Va. 
Asks reparation. 

No. 16351. The Wichita Chamber of Commerce et al., Wichita, 
Kans., vs. Santa Fe et al. r 

Unreasonable and excessive rates on wrapping paper from 
Orange, Texas, to Wichita, Kans. Asks rates no higher than 
to Kansas City, Mo., and reparation. 

No. 16353. Columbia Bag Wood and Coal Corp., et al., Somerville, 
Mass., vs. Lehigh Valley et al. 

Rates in violation of sections 1, 2 and 3, on anthracite coal 
from points in Pennsylvania to points within the Boston switch- 
ing district. Asks reasonable rates and reparation. 





1. —_ S. No. 2200—Switching at Kansas City, Mo., and related 
points, 
November 7—Pittsburgh, Pa.—Examiner Kephart: 
16085—Copperweld Steel Company vs. B. & O. R. R. et al. 
16155—National Fire Proofing Company vs. Bellefonte Central R. R. 
November 7—Topeka, Kansas—Examiner Howell: 
15939—Public Utilities Commission of Kansas vs. Santa Fe et al. 
November 7—Washington, D. C.—Examiner Wagner: 
ry ae Sub. No. 1)—The Barrett Company vs. Santa Fe Ry. 
et al. 
November 7—Charleston, W. Va.—Examiner Fuller: 
16160—Kanawha Black Band Coal Company et al. vs. Kanawha 
Central Ry. et al. 
November 7—Chicago, Ill—Examiner McGrath: 
15911—Manufacturers’ Association of Chicago Heights, Ill, on be- 
half of Hartwell Brothers vs. B. & O. C. T. R. R. et al. 
15948—-Dolese Brothers Company vs. C. R. I. & P. Ry. et al. 
November 8&—Cedar Falls, Ia.—Examiner Fleming: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
November 10—Mason City, Ia.—Examiner Keeler: 
* 12801—Mason City Brick & Tile Company et al. vs. Director General. 
November 10—La Crosse, Kans.—Examiner Howell: 

' 16271—Bushton Mill & Elevator Company vs. Missouri Pacific R. R. 
15919—The Farmers Union Co-operative Business Association et al. 
vs. Missouri Pacific R. R. 

November 10—Phoenix, Ariz.—Examiner McChord: 
ee Hay Traffic Association vs. Arizona Eastern R. R. 
et al. 
November 10—Orlando, Fla.—Examiner Hillyer: 
l. and S. No. 2244—Citrus fruits between points in Florida. 
ar Commission of Florida vs. Aberdeen & Rockfish 
. et al, 
November 10—Jamestown, N: Y.—Examiner Kephart: 
16178—Jamestown Chember of Commerce vs. P. R. R. et al. 
November 10—Huntington, W. Va.—Examiner Fuller: 
15681—The Armstrong Manufacturing Company vs. Aberdeen & 
Rockfish R. R. et al. 
November 10—Washington, D. C.—Examiner Wagner: 
16170 (and Sub. No. 1)—The Eastern Lime Manufacturers Traffic 
Bureau et al. vs. Akron & Barberton Belt R. R. et al. 
16318—Palmer Lime & Cement Company vs. Atlantic City R. R. et al. 
November 10—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. 
Val. Dkt. No. 207—In re tentative valuation of the properties of 
Maine Central Railroad Company et al. 
Val. Dkt. No. 221—In re tentative valuation of the property of 
Boston & Maine Railroad System. 
Val. Dkt. No. 116—In re tentative valuation of the property of the 
Montpelier and Wells River Railroad. 
Val. Dkt. No, 123—In re the tentative valuation of the property of 
the St. Johnsbury and Lake Champlain R. R. Co. 
November 10—Chicago—Examiner McGrath: 
16095—Armour & Company et al. vs. C. M. & St. P. Ry. et al. 
November 10—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 334—In re tentative valuation of the property of the 
East Tennessee and Western North Carolina Railroad Company. 
November 10—Burlington, Ia.—Examiner Fleming: : 
* 1 and S. No. 2253—Miuimum weights on Cannel Goods and Vin- 
egar in Western Trunk Line Territory. 
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The great strength of Balsa Wood Boxes 


Lighter than cork and weight for weight as strong as pine, 
Balsa Wood carries perishables and semi-perishables 
with the maximum of safety. 


And their power of insulation makes it possible to ship. 
without ice and maintain a practically even temperature. 


Use this most efficient, economical method of 
shipping. For information write to 





BALSA BOX DEPARTMENT 
The Fleischmann Transportation Company 
699 Washington St. 327 South La Salle St. 
New York Chicago ~ 

Baltimore San Francisco Buffalo 
St. Louis Langdon, D. C. Peekskill, N. Y. 
Seattle Boston Cincinnati 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance . Prompt Service 


Mr. Manufacturer: - x chiewa mand ease in cur Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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November 10—Washington, D. C., Examiner Disque: 
15234—In the matter of divisions of freight rates in Western and 
Mountain-Pacific territories. (Conference with respect to the 
divisions on transcontinental traffic, as satiate to in Commis- 
sion’s notice of October 24, 1924.) 
November 10—New York City, N. Y.—Examiner Gerry 
11756—Bangor & Aroostook R. Ez et al. vs. abarbnn & Rockfish 


R. R. et al. 5 
14165—Erie Railroad et al. vs. Boston & Maine R. R. et al 


November 11—Washington, D. C.—Examiner Burnside: 
Finance No. 3652—Excess income of the Cambria & Indiana Railroad 
Company (adjourned hearing). 
November 11—Washington, D. C.—Examiner Young 


Finance No. In re securities of Louisiana ews & Naviga- 
tion Co. of Texas. 
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November 11—Phoenix. Ariz.—Examiner McChord: 
bs ~~ naa County Farm Bureau et al. vs. Abilene & Southern 
y. et a 
November 11—Chicago, Ill.—Examiner McGrath: 
= ae Sub. No. 1)—A. J. Burkland vs. Missouri Pacific R. R 
et al. 
November 12—Sioux City, Ia.—Examiner Keeler: 
16273—-Sioux City Grain Exchange et al. vs. Ahnapee & Western 
Ry. et al. 
November 12—Boston, Mass.—Public Utilities Dept. of Mass.: 
oy 8 4285—In re > spesenties of the oe & Maine RR. 
an ashua cton Or permission to abando 
of the Nashua & Acton R. R. Co. 7 
oe? 4 12—Erie, Pa.—Examiner eet: 


16097—Erie Steam Shovel Company vs. B. & O. R. R. et al. 








Who owns the Santa Fe? 


More than 67,000 stockholders own this great 
railway. Several thousand live in the states it 
traverses. All have a voice in its management. 


Every Southwest investor should buy a share in the Santa Fe and 
thus get a valuable interest in an institution that helps build up 


that section. 


The Santa Fe operates in thirteen states and in 
these states there reside 7,635 of its stockholders. 
While this is almost the largest number on record, it 
is slightly below the year before. We should be very 
glad to see those residing along the Santa Fe Lines 
become much more generally interested in its stock, 
although both the common and preferred shares give 
a smaller return than many other investments prom- 
ise. The high price is a deserved tribute to the 
property. Every investor in the Southwest might 
well buy one or more shares in the Santa Fe. 


At the beginning of this year, the ownership of 
the Santa Fe was divided among 67,118 stockholders 
with an average of 53.1 shares apiece. Twelve 
months before there were 64,643 stockholders, aver- 
aging 55.4 shares apiece. The number of stockhold- 
ers has increased steadily for many years and the 
average holdings decreased, resulting in an ever- 
widening distribution of ownership. 


Among the stockholders are found: 


This joint enterprise of a great body of 
as stockholders. 


of supporting the railroads as taxpayers? 





Let it be Yours, in ownership as well as in service. 


Insurance Companies 


Ee ee ce 114 
ee en ne 91 
Hospitals and Charitable Institutions ................... 115 
Educational and Scientific Institutions .................. 109 
Banks and Trust Companies ...................-eee000- 251 
(alae a yg 2 LR a Rea NTE 1,095 
I ee ea eer ee 1,265 


Since the organization of the present company in 
1895 it has not failed in any year to earn its full 
interest, nor since dividends have been declared to 
earn them in full. The Preferred Stock dividends 
are limited to5%. The first payment was made in 
1898 at 1% and in 1900 full payments of 5% were 
begun and have been maintained for the ensuing 25 
years without interruption. Common dividends were 
begun in 1901 at 344% and have been maintained 
steadily since that date with gradual increases, 6% 
having been paid since 1909. 


For the railroads, as a whole, the records of the 
Interstate Commerce Commission show that at the 
close of 1923 there were 807,524 stockholders, or 
30,392 more than the preceding year. The average 
dividends on the outstanding stock amounted to 


$4.03 per share. 


our citizens is open to all to participate in 


Why then should any favor government ownership and the certainty 


W. B. STOREY, President 
The Atchison, Topeka and Santa Fe Railway System 





DIRECTORY 


OF ATTORNEYS AT LAW PRACTICING 


BEFORE THE INTERSTATE COMMERCE COMMISSION 


EDWIN C. BLANCHARD 
ATTORNEY AT LAW 


Mills Building WASHINGTON, D.C. Colorado Building 


Formerly Assistant to Director of Public 
Service and Four Years Attorney U. S. 
R. R. Administration Handling 
Interstate Cases Exclusively 


ARTHUR B. HAYES 


ATTORNEY AT LAW 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation a 
Specialty 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 


postage to mail a single communi- 


Washington, D.C. 





cation to each one of our readers. 
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J Chesapeake and Ohio Railway 


Is noted for its beautiful scenery, and is known as the 
“Alps, the Rhine, and Battlefield Line”; the 


scenic and historical line of America. 





Tickets over the Chesapeake and Ohio may be purchased at all ticket offices 








The Chesapeake and Ohio is the route of the famous ‘‘FFV”’ train, the‘‘Fast Flying Virginian.” . 


Along the Ohio, Kanawha, New and Greenbrier Rivers, through the Alleghany and Blue 
Ridge Mountains and the famous Piedmont. Valley. 


Safe and comfortable schedules—all-steel equipment of the highest class. 


dining-car service. 
NO EXCESS FARES 


ALL-YEAR FARES TO WHITE SULPHUR AND HOT SPRINGS 
WINTER TOURIST FARES TO THE SOUTH AND SOUTHWEST 


Unsurpassed 


Stop-overs are permitted on through tickets at the famous White Sulphur Springs, 
W. Va., Hot Springs, Va., and the National Capital. 


Ask for tickets over the Chesapeake and Ohio and enjoy a comfortable and interesting ride. 


e J. D. POTTS, Passenger Traffic Manager, Richmond, Va. T. H. GURNEY, General Passenger Agent, Richmond, Va. 
F. E. LANDMEIER, Western Passenger Agent, St. Louis, Mo. R. E. PARSONS, District Passenger Agent, Louisville, Ky. 
0. N. SPAIN, Eastern Passenger Agent, Washington, D.C., and 299 Broadway, New York City 
GEO. COOMBS, Assistant General Passenger Agent, Cincinnati, Ohio 
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the shortest cut to 
“Your consuming Markets 


WE BRIDGE THE GAP 


M. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 


tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 





Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 





Ee HARRISEURC 
fe J PHILADELPHIA 


“PITTSBURGH 


\ 


fale eines 1 BALTIMORE The 
| LOUIS CINCINNAT WAREHOUSE 
| 


* . RAILROAD 4 
: SYSTEM 


ee ee cat ce et ee 


Western Warehousi »., Chi , I. P, A : : 
Keystone Warehouse, Harrisburg, Pa. ing Co., Chicago ennsylvania Terminal Warehouse Co., St. Louis, Mo. 


Fort Erie Warehouse & Docks, Erie, Pa. 
Merchants’ Warehouse Co., Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 


Pan Handle Storage Warehouse, Cincinnati, O. 


The Terminal Warehouse Co., Baltimore, Md. Philadelphia Tidewater Terminal, Philadelphia, Pa. 








984 


THE TRAFFIC WORLD 


6 b-. driver is an important factor in 
the service an owner gets from his 
truck. The exclusive International Steer- 
ing Gear design permits the driver to sit 
behind his wheel as comfortably as in a 
passenger car, and to handle his truck as 
easily—and it is done without losing an 
inch of loading space. More evidence of 
International advanced construction— 
ask any International driver about it. 


Ask him, too, about the engine accessi- 
bility that makes minor adjustments 
and oiling the easiest kind of job. 
Ask him how it rides and he will tell 
you, ‘‘Great!—under any kind of load.’’ 
Auxiliary rear springs are an Interna- 
tional feature. He will tell you of these 


t 


Consider the Men Who Handle Your Trucks 








and many other things he likes about an 
International. 


Most important of all, he will tell you in 
most emphatic terms that it is a real 
truck. It is—it’s the kind of truck you 
would expect to be built by an institu- 
tion that has built trucks for twenty 
years and whose manufacturing experi- 
ence goes back almost a hundred. 


International Heavy-Duty Trucks are built in 
3000, 4000, 6000, and 10,000 pound maximum 
capacities with bodies to meet every require- 
ment. There is also a sturdy Speed Truck for 
loads up to 2000 pounds. Motor Coaches are 
supplied to meet every passenger transporta- 
tion need. Upon request we will gladly supply 
you with information desired on any models, 
and the address of the nearest showroom where 
the full line of new models is on display. 


INTERNATIONAL HARVESTER COMPANY 


606 So. MICHIGAN AVE. 


OF AMERICA 
(INCORPORATED) 


INTERNAT 101 NAL | 


CHICAGO, ILL. 
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SANTA FE $5,000,000 TERMINAL BUILDING 


The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 
this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 























The location is a time-saving ele- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 


UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 


UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 


UNIT 3—Cold storage warehouse 
y for perishable products—1,500,000 
| cubic feet capacity. 


UNIT 4, to be occupied by National 
Distributors. 


With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 


Contract for space by applying to 


DALLAS TRANSFER COMPANY, - DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS i 
TERMINAL BUILDING CORPORATION OF DALLAS 
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SOUTHERN PACIFIC LINES 
@ OFF LINE AGENGIES 


seattle = © GATEWAYS 















portland e 


ge, @Birm 
‘ Alexaie 






Where they reach 






; Where to reach them 
pit XE ya wen - 
ren city 












@ ATLANTA ® BIRMINGHAM @® BUFFALO 


@ CINCINNATI 
Healey Building Woodward Building Ellicott Square Building Wiggins Building 
@ BALTIMORE @ BOSTON @ CHICAGO @ CLEVELAND 
Union Trust Building Old South Building Southern Pacific Bldg. Hippodrome Building 


Our Service Near At Hand 








‘i ® ® 
$ ean) 
i S592 
£ Aw the nearest actual gate- beget ange at and traveling from |332¢ 
a* way to Southern Pacific rails, as these agencies are well-trained |*5?* 

28 me shown on our map ©, may indicate that men familiar with your local condi- |2 # 

8x] your location is some distance from our tions and closely in touch with the |# 3 

"3S&| lines, you are in fact no farther from vast territory in the United States and |" * 

Ge our service than your distance from our Mexico served by our lines, and, 

® ® nearest agency. At every point marked through agents abroad, with the situa- 

® there is a general agency representing tion in foreign countries. Backed by 

all Southern Pacific Lines. This has the support and co-operation of our 
‘ the effect of extending Southern Pacific entire organization, they aresplendidly | ® ® 
: service to each of these points and equipped to afford you assistance in |zZ oF 
=” | territory adjacent thereto. all transportation problems. a5 se 

Os z a> z> 

Be i Does not this suggest a combination of eee 

nae which you could make advantageous use? re 

2° ae z m 

n m = 

® ® Address ‘‘General Agent, Southern Pacific Lines’’ ® R 

— The Postman Knows Him 
@ PHILADELPHIA @ NEW YORK CITY @ MEXICO CITY @ KANSAS CITY 
1602 Chestnut Street 165 Broadway Ave. Cinco de Mayo, No. 32 Railway Exchange Bldg. 
@® PITTSBURGH @ OKLAHOMA CITY @ MONTERREY @ MEMPHIS 
Chamber of Commerce Bidg. Colcord Building Escobedo & Padre Mier Sts. Exchange Building 


SOUTHERN PACIFIC LINES 
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